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Not a Single Interruption of 
_ Regular Schedules 


In the face of many decisions among carriers to curtail normal 
service, McCormick has stood out for uninterrupted schedules. 
Shippers are assured of the usual McCormick record of 
ings dependability over four great trade routes. 


McCormick Intercoastal—Sailings every 14 days 
Eastbound and West- 


~~ | bound. Calls at Baltimore, Philadelphia and Norfolk. 


4 P acific-Argentine-Brazil—Sailings every 15 days \\ 
between Pacific Ports 
and East Coast of South America. 


Pacifie-West Indies—Every 15 days Eastbound. 
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Pacifie-Coastwise—Usual frequency of sailings 
prevail. 





There is a McCormick Office within reach of your telephone 
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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Rockefeller Bldg., CLEVELAND, OHIO. Union Trust Bldg., CINCINNATI, OHIO. 
Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Philadelphia, Boston, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to 
New York, Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 


Bi-monthly Service to and from Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, Newport News, Boston, 
New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, Portland, Seattle and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 


Manufacturers, Get in on the Ground Floor 


Port of Stockton Offers 
Big Possibilities 


Investigate California’s new inland waterway, 
serving the territory where the great future 
growth of the Pacific Coast will materialize. 


FACTS IN BRIEF: 


—90 miles from the Golden Gate. 


—10,000 acres available for waterfront 
industrial sites. 


—Public belt line owned by city. 

—Three Transcontinental railroads. 

—Natural gas, reasonable power and 
water. 

—Public wharf terminals under con- 
struction. 

—Waterway will be completed in 

December. 
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CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 
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arin to Go! 


—that's the spirit that pervades 
the entire Erie Railroad System. 
Ready at all times to handle your 
freight the way you would like 


it handled. The Erie has the 


facilities and service to do it. 


SHIP TW 


FAST 






ERIE “RAILROAD SYSTEM 


The Heavy Duly Railroad 
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YOUR MAIN FACTORY 





-or one of your branches 





With your plant location along the lines of the Montour Railroad, in the 
center of the world’s greatest iron, steel and coal industries, you get the 
money-saving advantages of a short haul freight rate on raw materials, 
which form the heaviest tonnage . . . you get a direct transportation service 
on your finished materials that has made the Montour Railroad famous in 
the Pittsburgh District . . . and what is more important, your product does 
not have to travel far to find a market. 


Here in the Pittsburgh District alone is a primary market of 2,500,000 
prosperous people . . . while within a 300-mile radius is 14,000,000 
people ... the greatest consuming market in the country. 


Yet with all these advantages, the cost of such a site is surprisingly reasonable 
as offered by this railroad, because the advantages gained are mutual. 
Ask us to acquaint you with the detailed facts. 


PITTSBURGH 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. ; 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





CHAMBER OF COMMERCE ACTION 


OR years—not so much lately—there has been more 

or less controversy as to whether chambers of com- 
merce and similar organizations should deal with trans- 
portation matters, or leave such things to their traffic 
representatives. Our position has been that, though 
technical traffic matters are better dealt with by traffic 
men and ought to be left to them, with larger matters of 
transportation policy business organizations like cham- 
bers of commerce may properly deal and are more com- 
petent to do so, for many reasons, than their expert 
traffic departments. We are glad to be able to say that 
this has been our position in the past, lest it be suspected 
that we are only now taking it because the Chamber of 
Commerce of the United States, at its recent annual meet- 
ing in San Francisco, happened to take some action that 
suited us and that probably does not suit some of the 
expert traffic men employed by chambers of commerce 
over the country. 

Most important of the things done by the national 
chamber that meet our approval was its pronouncement 
by resolution with respect to competing forms of trans: 
portation. “Unregulated competition with regulated 





forms of transportation,” it says, “is unfair, contrary to 
the public interest in the losses which are caused, and 
inequitable to shippers whose interest is in dependable 
service and conditions.” It instructs its directors at once 
to make provision for impartial studies of various forms 
of competing transportation with a view to recommenda- 
tions in the public interest. 

This strikes us as being exactly right, both as to the 
principle enunciated and as to the suggestion for ascer- 
taining the facts before applying the principle. In this 
matter, as in others, we realize, there will be some cham- 
bers of commerce not in accord with the national body, 
and some traffic men of chambers, both of those that do 
and those that do not agree with the national action, who 
are not in accord. However that may be, it is good to 
know that the national council of business men—however 
subject to criticism or limitation it may be—has taken a 
definite and sound position on this much discussed phase 
of modern transportation development. The industrial 
traffic man—the expert, who is employed because of his 
expert knowledge and ability—is too close to the subject 
to decide the matter intelligently and fairly. His chief 
aim is to make a showing for himself, his members, and 
his locality. He wants the kind of transportation that 
is cheapest for him—other factors being duly considered 
—and he does not always concern himself with the larger 
economic factors involved. Of course, he is no different 
in that respect from the railroad men with whom he deals, 
but the point is that the business men of the country— 
the heads of industrial enterprises—are the ones who 
must consider this subject with the railroads and reach 
sound and fair conclusions, with the good of the nation’s 
business and the public welfare in their minds, rather 
than some specific or local advantage. 

We shall be interested to see if the position of the 
national chamber thus generally announced will hold 
good when it comes to deal with the specific problem of 
inland waterways. This subject is still under considera- 
tion. It is rather a delicate one for the national chamber 
because so many of its constituent chambers are in favor 
of something with respect to waterway development that 
would not be consistent with the national chamber’s gen- 
eral announcement of policy. They, in some sections of 
the country—Chicago, for instance—favor intensive water- 
way development as a means of getting lower freight rates 
and cheaper access to certain markets. But the national 
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chamber offers ground for hope that, even in this specific 
matter, it will act wisely—especially as to the federal 
barge line—for it declares for close scrutiny of all forms 
of federal aid and repeats its opposition to the govern- 
ment being in business of any kind. 

It has been a long fight and the end is not yet in sight, 
but, from many indications, it looks as if transportation 
sentiment were gradually becoming sound and sensible. 


THE PATRIOTISM OF PEACE 


HE nation this week celebrated Memorial Day. It is 

well thus to remember the men who have given their 
lives for the preservation of our country in fighting for 
its institutions. It is well thus to have brought before us 
the need for patriotism in time of war—the sacrifices men 
must make and do make when the flag is threatened by 
armed foes. But what of the country’s needs in time of 
peace? What of those institutions men have died to 
protect? It is easy to be patriotic when bands are play- 
ing and flags are waving—when men’s blood is stirred and 
emotion swells within them. But it is not so easy— 
largely because the need and the way are not so appar- 
ent—to be patriotic in times of peace. And yet it profits 
us nothing that men shall suffer and die for the sake of 
the flag if what it represents is neglected when there is 
no war. 

Just now there is especial need for patriotism in peace 
time. We have heard it said that in every emergency there 
arises some great leader to guide the nation from its 
wilderness of trouble. Perhaps the need that is now upon 
us will develop that leader and perhaps he is needed. But 
to us it seems that, though leadership is always helpful 
and necessary, the need now is for no special brand of 
statesmanship or leadership, but merely for ordinary com- 
mon sense and common desire to do the wise and patriotic 
thing. 

Our country is in the midst of a great business de- 
pression. Aside from this condition, which affects prac- 
tically all its citizens, it has not at hand the funds with 
which to carry on the functions of government, as now 
established. Yet, with this situation confronting them, 
our so-called statesmen debate, and bicker, and strive for 
party advantage, thoughtless of the misery their tactics 
are causing and will cause. Nor are our elected represen- 
tatives alone guilty of this disregard of facts. They are 
pressed and urged by this group or that—business men, 
farmers, soldiers, whatnot—to this course or that out of 
selfish considerations. — 


What is needed? First, of course, a realization of 
conditions. We think that is not wanting. Second, an 
understanding of the causes. That is not so easy and 
Opinions may differ in some respects. However, agree- 
ment on some of the causes may be and has been reached. 
Third, a cure for those causes in so far as possible. To 
make it possible, men must put aside their selfishness, 
their narrowness, and their small political strategy and 
unite in wise courses. 

The government budget must be balanced. In order 


The Traffic World 


PAGE 1183 











to do that there must be not only taxes but economy. 
It ought to be comparatively easy to agree on some way 
of raising the necessary revenue that would be fair to all 
—and it would be, if legislators would forego their 
political strivings and their constituents would urge them 
to wise instead of selfish tactics. But, along with taxes, 
in whatever form they are levied, must come economy 
in government. Salaries must be reduced, as they have 
been and are being reduced in private business. Extrava- 
gant administration and useless bureaus and functions of 
government must be curtailed. Only by such measures 
can additional taxation be justified, and without them 
additional tax burdens will not be welcomed—or paid. 
And, above all, there must be honesty and ability in ad- 
ministration. Men in legislative positions must consider 
more their duty and responsibility to the public at large 
rather than to special groups, and their constituents must 
also consider more the public good rather than their own 
selfish and narrow ends and insist on that kind of repre- 
sentation in Congress and state legislatures. What we 
need is an awakening of the public and legislative con- 
science rather than a great economic leader. Perhaps the 
kind of leader that is needed is an evangelist—not a re- 
ligious one, but one with the gift of speech and vision who 
can present the situation to the public as it should be 
presented in order to bring about action. 


RECIPROCITY IN BUYING 
The Traffic World Washington Bureau 


Severe strictures were passed on the proposed report of 
Director Bartel and Examiner Rogers in arguments on June 
1 in No. 22455, in the matter of recoprocity in purchasing and 
routing, in which they recommended that the Commission ask 
Congress for legislation requiring railroads to make purchases 
on the sealed bid basis under its supervision and depriving 
shippers of their right to route freight. The arguments, all 
against the recommendations, were addressed to the whole 
Commission, the absentees being Commissioners McManamy 
and Eastman, who were hearing the testimony in the six-hour 
day inquiry. 

The unanimity of all those participating in the argument 
against the recommendations of the report caused Commis- 
sioner Aitchison, half jokingly, to suggest that he should build 
up some opposition to the arguments that were being made. 
Therefore he asked John S. Burchmore, while he was present- 
ing the objections of the National Industrial Traffic League, 
who was addressing himself largely to the proposal to deprive 
shippers of the right to route freight, whether it was not a 
fact that in the war time and later shippers were deprived of 
that right. 

Mr. Burchmore admitted that in war time and later, on 
account of emergency conditions, there was such deprivation, 
although he suggested that in war time about 99 per cent of 
the shipments moved as the shippers desired. The right was 
also taken from shippers on account of car congestions after 
the war, Mr. Burchmore said. 

“I think everybody would welcome a car shortage now,” 
he suggested. He said he could not imagine the Commission 
asking for legislation applicable in ordinary times based on 
emergency conditions, as proposed in the report, without speci- 
fying emergency conditions as the foundation therefor. 

Kenneth F. Burgess, for the Association of Railway Execu- 
tives, said there was no evidence of fraud or collusion in rail- 
road purchasing nor any evidence of any agent of a railroad 
going to Europe on a letter of credit bought for him out of 
the usual course. Time and time again in the course of a 
two-hour review of the record he said there was nothing in it 


to support opinions or conclusions presented by the writers of 


the report. Out of millions of transactions he said the examiners 
had cited fifteen “horrible examples,” although the purchases 
of materials, supplies and equipment in 1929 involved a total of 
$1,300,000,000. But he said the average purchase was only about 
$600, that figure being given to show the immense amount of 
work that would be entailed by a requirement that the railroads 
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do their buying on the sealed bid basis, a basis, he said, that 
was being relaxed even by governments which used it most 
largely. 

There was no objection, Mr. Burgess said, to the methods 
of the examiners but that there was violent objection to their 
conclusions. He said the record did not show that evils existed 
or that the legislation that had been proposed would cure the 
things suggested as evil. The proposal about sealed bids and 
award to the best bidder, he said, was impracticable, unneces- 
sary and probably unconstitutional on account of covering purely 
intrastate matters. 

Any evils that existed, he said, could be cured under the law 
as it existed, any concession being a Violation of the Elkins 
act. The draft gear phase of the subject, he said, was disposed 
of in the cease and desist order of the Federal Trade Commis- 
sion. He did not even admit that that was an unmixed evil, 
pointing out that on account of the competition set up in con- 
nection with that matter the railroads had obtained draft gears 
of better design at lower prices. 

Much of Mr. Burgess’ argument was in connection with the 
practices of the carriers in the buying of coal, Mr. Burgess 
admitting that since 1927 there had been a basis of coal pur- 
chases intended to distribute business so as to mitigate the 
troubles of the industry resulting from the overdevelopment of 
mines and reduction in the consumption of coal. 

As to the conclusions of the examiners, he said that they 
were primarily excuses by the examiners for not having found 
something more than they were presenting. They complained, 
he said, about the railroad counsel because they had not been 
able to obtain facts about private conversations and oral agree- 
ments which they thought might prove something that was not 
found. He denied that there was any silent hope on the part 
of railroad purchasing agents and railroad operating men that 
they could be separated from anything having to do with the 
traffic. 

There was nothing in the record, Mr. Burgess said, about 
the shipper’s right to route because no questions were asked 
in the course of the hearings about that. He said the railroads 
were opposed to such legislation because deprivation of the 
right would hurt the railroads and the shippers. 

W. J. Stevenson, speaking for the Nickel Plate, devoted 
himself to the recommendation that shippers be deprived of 
the right to route traffic. The Nickel Plate, he said, originated 
only 30 per cent of the freight carried by it and for the other 
70 he said it depended on friendly shippers and railroads who 
thought well of its service and therefore routed their freight 
over its rails. Plainly, he said, the Nickel Plate could not live 
on the freight it originated. He said the Nickel Plate made no 
distinction between its railroad and shipper friends. Both, he 
said, were needed. The recommendation that that right be 
taken from shippers, he said, was improvidently made and was 
not supported by the record. 

Mr. Burchmore said that in this case the shippers were prac- 
tically unanimous in opposing the recommendations. If the 
Commission should now recommend appeal of section 15(8), he 
said, it would be stultifying itself and would have to contradict 
practically everything it said when it recommended that change 
in the law which gave the shipper the right to route his freight. 
He said he knew of no shipper that was complaining of such 
abuses as the examiners alleged and he said that neither of the 
recommendations would have any effect upon such abuses if 
they did exist. Surely, he said, it was not proposed to deprive 
the shipper of the right to choose the initial carrier, but he said 
that if the abuses did exist their malignity would be accentuated 
by increasing the power of the initial carrier. 

To deprive all shippers of the valuable right to route because 
of the abuses on the part of some, Mr. Burchmore said, would 
be to punish the innocent as well as the guilty. Commissioner 
Meyer asked if it was in the public interest for a shipper con- 
trolling a large tonnage to be able to divert that tonnage via 
a certain route if the carrier would do certain things. Mr. 
Burchmore said he did not know of any such abuses. 

Commissioner Aitchison objected to the suggestion that the 
Commission might stultify itself if it recommended the legisla- 
tion, pointing out that since 1910 it had had twenty-two years 
more of experience, during which some practices had come into 
existence that were not in existence then. The Commission had 
not then, he said, seen circulars offering to sell traffic to the 
highest bidder. 

Taking up the recommendation that railroads be required 
to purchase on competitive bids, Mr. Burchmore said that com- 
paratively few members of the League were interested in sales 
to railroads, but that they saw no reason for fastening such 
rigid restrictions on the carriers, which he characterized as a 
supposed remedy for a supposed evil. 

Harry S. Elkins, speaking for the American Petroleum In- 
stitute, opposed the recommendation for the deprivation of ship- 
pers of the right to route their freight. He pointed out that the 
shippers of petroleum products furnished the equipment in 
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which their products were carried. He said that the tariffs of 
the carriers provided for an equalization of loaded anq empty 
mileage. Unless the shipper retained the right of routing }, 
pointed out, he could not equalize the loaded and empty mi, 
age, but would have to pay increased charges to every railroag 
that had more empty than loaded mileage of Detroleuy 
tank cars. 

Appearing for the Iowa commission, Clyde S. Bailey, agsig, 
ant general solicitor of the National Association of Railroaq and 
Utilities Commissioners, supported the exceptions that that bod; 
had filed to the recommendation respecting the shipper rig) 
of routing. The lowa commission, he said, did not serious) 
entertain any idea that the Commission, merely because its oy. 
aminers had found that shippers had swapped tonnage for rqjj 
purchases, would do such a drastic thing as to ask Congress ty 
take from the shippers the most valuable right to route thoi 
freight, which they had had for more than twenty years. ky 
said that that was a right which justice dictated and was recog. 
nized by the Commission eight years before the statute expressly 
conferred it, in Consolidated Forwarding Case, 9 I. C. C, 18 
Commissioner Aitchison directed Mr. Bailey’s attention to the 
fact that the Supreme Court had held to the contrary when jt 
considered that case. He wanted to know whether the Cop. 
mission should follow the views it expressed or the law as de. 
clared by the court. Mr. Bailey suggested that inasmuch a 
Congress had changed the law, the Commission would follow 
the rule laid down by Congress which agreed with the Comnis. 
sion’s view. 

C. A. Miller, for the American Short Line Railroad Asso. 
ciation, objected to both recommendations. The right to route, 
he said, enabled the short lines, by solicitation, to obtain the 
routing of freight over their lines because they were furnish. 
ing better services in some areas than furnished by the trunk 
lines. The general effect of the recommendations, if adopted, 
he said, would be to make all suffer for the alleged sins of the 
few. But, he said, if the recommendation with regard to pur 
chases were approved and carried into effect, short lines should 
be excepted from the requirements of such a statute and rules. 


DISTRIBUTION OF PERISHABLES 


At a meeting May 26 of the directors of the California 
Growers’ and Shippers’ Protective League, the following resolu- 
tions were adopted: 


Whereas, in a report made by the managing director of the 
California Vineyardists’ Association, and given public circulation 
(see Traffic World, May 7, page 979), it is stated that ‘‘This report 
does not advocate a reduction in freight charges,’’ and doubt is 
expressed therein whether a lowering of freight rates would be of 
benefit to the fruit growers; and 

Whereas, the expressions in said report respecting freight charges 
may, if unchallenged, be accepted as an authoritative pronouncement 
in ) eee of the deciduous fruit industry of the state of California; 
an 

Whereas, in the judgment of these directors of the California 
Growers’ and Shippers Protective League, representing a substan- 
tial majority of the growers and shippers of California deciduous 
fruit, the current freight rates from California to transcontinental 
destinations, established on January 1, 1922, and exceeding the pre- 
war rates by more than fifty per cent, together with the current 
refrigeration charges, established on February 28, 1920, and _re- 
flecting the high operating costs and inflated economic conditions 
of that period, are discordant with the economic conditions which 
have obtained for the several years last past and which promise to 
persist in the immediate future; and E 

Whereas, in the judgment of these directors the burden of exist- 
ing freight and refrigeration charges to transcontinental destinations, 
amounting to nearly forty million dollars in a year of normal produc- 
tion and movement, is beyond the ability of the industry to bear, 


and constitutes the largest single factor prohibiting the successful 4 


growing and marketing of California deciduous fruits: 


Now, therefore, be it resolved by the directors of the California 


Growers’ and Shippers’ Protective League: 


1. That we disapprove the expressions and conclusions respecting | 


freight charges in the report of the managing director of the Cali- 
fornia Vineyardists’ Association, and deny that they constitute an 
authoritative statement in behalf of the deciduous fruit industry of 
the state of California or of any division thereof; ; 

2. That inflated freight and refrigeration charges which reflect 
the economic conditions of the war period are not justified in a period 
of complete economic deflation, are beyond the capacity of the 
— to bear, and are harmful to growers, shippers and carriers 
alike; 

3. That the burden of freight and refrigeration charges rests 
directly upon the grower, and that any reduction in such charges 
will accrue to the grower’s benefit and assist to its full extent to- 
ward the revival of the fruit growing industry. . ‘ 

Be it further resolved, That the Califronia Growers’ and Shippers 
Protective League pledges its continuing efforts, in behalf of the 
growers and shippers of Califronia deciduous fruits, to obtain the 
greatest possible measure of relief from war time freight and Tre- 
frigeration charges. 


The directors of the California Growers’ and Shippers’ Pro- 
tective League are: J. J. Brennan, president, California Fruit 
Exchange; Frank H. Buck, Vacaville; Harry D. Butler, New 
castle; S. C. Day, Loomis Fruit Growers’ Association; Scott F. 
Ennis, Pacific Fruit Exchange; Rolland Fontana, Earl Fruit Com: 
pany; William Lambert, Sacramento; Frank T. Swett, California 
Pear Growers’ Association, San Francisco. 
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Current Topics in 
Washington 


The lashing out by President Hoover 
against Speaker Garner’s relief bill as a 
“pork barrel” proposition has raised the 
question whether Hoover, after years of 
relative mildness of manner, is about to 
become a bit Rooseveltian—Theodore, 
not Franklin. Theodore got much credit for his hard-boiled 
manner. It’s a question whether Theodore, with his forceful- 
ness of speech, really accomplished more than McKinley with 
his “gently in the manner, firmly in the act.” 

Speaking of Hanna’s bull whip and McKinley (see Traffic 
World, May 27, p. 1129) a simple recital of what happened in 
a conference of Republican leaders in the old Forest City Hotel 
in Cleveland just before the Republican national convention of 
1892 might be enlightening. The leaders were of the Sherman- 
McKinley faction. A count of noses of the delegates in the 
Republican state convention about to be held showed that that 
faction would control and be able to name the four delegates 
at large to the national convention soon to be held in Minne- 
apolis. 

McKinley, Hanna, and their lieutenants were holding the 
conference about the composition of the delegates at large, 
usually referred to as the “Big Four.” Word came from the 
Foraker faction that it was inclined to conciliate, though it 
controlled the state government, if the faction that would 
control the state convention would allow half of the Big Four 
to be Foraker men. 

“Conciliate, Hell, yes—with an ax,” blurted out Hanna. 
“We'll name four of our men.” 

“No, Mark, Governor Foraker will name two of the four,” 
said the mild voice of William McKinley. And there was con- 
ciliation of the McKinley sort. Four years later the supposedly 
ferocious bull whip wielder consented to having Foraker place 
the name of William McKinley before the convention that 
nominated him, though Hanna’s idea of Foraker was that he 
was an anarchist as well as a fire alarm, 


William McKinley, 
Suaviter in Modo, 
Fortiter in Re 





If the Lausanne conference on 
war debts and reparations is broad- 
ened to a grand inquiry into ways 
and means to restore world trade, as 
suggested by Prime Minister Ramsay 
MacDonald, the Scot who rules the 
British commonwealth of nations might do well for the whole 
earth by arming the British delegates and American observers 
with marked copies of histories of England. He might even 
commit the deadly sin of turning down the pages pertaining to 
things done by Henry § and Richard I. 

His severity won for Henry the title, “Lion of Justice.” The 
death penalty, which had been confined to violators of the forest 
laws, was put into practice against thieves and robbers. 

“Great was the awe of him,” said Terry in his history, 
quoting an earlier writer, probably Stubbs. “No man durst mis- 
do against another. He made peace for man and beast. Whoso 
bore his burden of gold and silver, no man durst say aught to 
him but good.” 

“No man durst misdo against another” may not be an 
accurate statement of the fact as to the condition of things in 
England in the reign of the youngest son of the Norman con- 
queror. Certainly, however, Henry has a reputation for making 
men walk in the straight and narrow path that few, if any, 
state governments in America have or deserve by reason of 
the things they have done to prevent thievery, for instance, 
by company promtion and stock rigging by insiders. 

; While the Lausanne conference may not be empowered to 
Point out to governments wherein they have failed to enforce 
the rule, “thou shalt not steal,” it might say that it recom- 
mends the doing of this or that with a view to overcoming the 
evil effect of the stealing accomplished by means of issuance 
of “bonds,” particularly by promoters of real estate projects. 
In many instances the floaters of such “bonds” could have been 
prosecuted under the ordinary statutes against obtaining money 
by false pretense. A few such promoters have been sent to 
prison by juries and judges in Washington, where real estate 
Promoting is a leading business. No prosecutor in any part 
of the country, however, has acquired for himself the title, 


Imitation of Two 
Norman Kings at This 
Time Might Help 
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“Lion of Justice,’ by reason of the path made by evil doers in 
his jurisdiction on their way to jail. 

About Richard, the Norman-Angevin king who had to be 
ransomed from the hand of Leopold, of Austria, his fellow cru- 
sader, it was said that his traffic in sheriffdoms, justiceships, 
church lands, and appointments of all kinds, shocked even that 
age when public office had come to be regarded largely as a 
matter of private property. 

“I would sell London if I could find a purchaser,” Richard 
is said to have exclaimed when he was trying to raise money 
to hold his fiefs in France. Norgate, the historian, is credited 
with having dug up that declaration of the king of England, 
who, in his ten years of reign, spent, altogether, seven or eight 
months in his island kingdom. 

The conference, when it considers the state of the world, 
might suggest that states and cities sell their offices and appoint- 
ments to the highest bidders. Many of the aspirants may have 
friends, such as Mayor Walker, of New York, who, taking pity 
on them because they receive only a pittance of $25,000 a year 
as salary, see to it that they make almost ten times that much 
in the stock market in one year without the risking of a cent. 

Richard, apparently, caught the ambitious, both coming and 
going, for money. Terry says “he took fees from those whom 
he appointed to office and also from those he permitted to 
retire” when office holding really became a burden. 

If office holders have such friends that they will “put them 
in” on deals, without risking a cent, that will yield them ten 
times as much as their salaries, there is no reason why any 
city, county, or state should long have an empty treasury—if 
stock market rigging again can be made as profitable as it was 
when “Jimmy” Walker’s friend took pity on him. 





In his almost daily, if not twice a 
day, debate with Commissioner Mahaf- 
fie, in Finance No. 9174, Pittsburgh and 
West Virginia Railway Company re- 
construction loan, Commissioner East- 
man shows that he just can’t be 
expected to think that the end of all things has come. Said he: 


Eastman Not a 
Darned Old 
Dyspeptic |Pessimist 


The value of the property of applicant for rate-making purposes 
appears to be very considerably in excess of its indebtedness, and 
it has a good record of earnings in the past. Its present earnings 
have been affected very unfavorably by the unprecedented depression 
of the steel and coal industries in the Pittsburgh district. A con- 
tinuation throughout 1933 of this extraordinary depression might 
jeopardize this loan, but I am loath to proceed on that assumption. 





Almost on bended knees, President 
Hoover, Tuesday of this week, asked 
the Senate to realize the seriousness 
of the situation resulting in some 
measure from the failure of this gov- 
ernment to balance its budget and act 
on the long pending revenue bill. He had to assert that an 
emergency had arisen in the last few days. As a matter of 
fact, the emergency had been coming nearer ever since last 
December when Congress assembled in regular session. Time 
and again representatives of the executive branch of the govern- 
ment called on the law-making branch to do something that 
would cause the world to know that this country intended and 
could pay its obligation by making more than usual exertions 
—exertions almost as great as in the war period. 

But, seemingly, no one in the legislative branch of the gov- 
ernment believed either the President or any Treasury officer. 
The leaders in Congress, most of whom seemed only nominal 
leaders because there was no discipline anywhere, appeared to 
believe the situation would take care of itself. At least, their 
beliefs and abilities were not equal to enacting legislation 
promptly. The House leaders threw the revenue bill before the 
members without knowing whether they had or had not a 
majority to follow them. The result was that a minor Republi- 
can from New York and a Democrat from North Carolina of 
equal grade tore the bill to pieces and threw it out of the 
window, substituting a hybrid based on that great theory of 
government, “soak the rich.” Since the House got through, 
the Senate has been dawdling, though it is notorious that no 
measure of that sort can be made to satisfy even a large 
minority. The best that can be done when things are going 
as wrong as they have been is to get a measure that will be 
the least nauseous. 

Amazingly quick results followed the President’s abasement, 
for that it seemed to be. In substance, he had to beg of the 
Senate to perform the duty to which he had called the atten- 
tion not only of the Senate but of the House six months ago. 
Within two hours thereafter the Senate’s finance committee had 
reported additions to the $850,000,000 bill, an increase in income 
taxes, a manufacturers’ excise tax of one cent a gallon on 
gasoline and taxes on gas and electricity heavy enough to pro- 
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American Legislative 
Processes 

































































































PAGE 1186 


duce about $275,000,000. Before the afternoon was over those 
taxes were written into the bill and the whole measure, twelve 
hours after the begging by the President, the bill was in its 
final stages. 

But it took a personal visit and a begging by the chief 
executive officer to get something done. The Senate seemed 
to realize, when the President had called the attention of the 
whole world to the evil results of legislative procrastination, 
that, if it desired to avoid disaster for the country, if not for 
individual senators, it had better do something. 





No man sitting around the tables in 
the Commission’s six-hour day inquiry, 
it is believed, has been able to forget 
the wraith of the departed hovering ever 
at his elbow. Here have been men talk- 
ing just as if they were certain of the 
return of the large tonnage the railroads once carried. Among 
themselves, in the periods when the witness was not saying 
anything exciting they wondered if, even when times improved, 
tonnage would come back to the railroads, unless something 
was done by the railroads to command a large part of the busi- 
ness they once transacted; and they wondered what the thing 
was that the railroads could do. 

No man spoke out the thoughts he had when the thing 
looked the worst to his introspective eye. Everyone clung, in 
his utterances, to his belief or conviction that the railroads 
would not only continue to be the backbone of the transporta- 
tion system, but also to carry relatively as much of the tonnage 
they once had. The representatives of the railroad workmen 
did their best to minimize the increase in expense indicated 
even by their own admissions. Never did they reduce their 
admissions that there would be “some” increase to a dollar and 
cents basis. They said they did not intend to introduce any 
figures on that phase. 

And yet many of them had heard testimony in the fifteen 
per cent case, 1931, to the effect that, if any increases were 
allowed, shippers would not be able to uSe railroad service. 
Thus far, the returns from that increase must be poignantly 
disappointing to those who believed that a raising of rates 
would be of great help. Yet, notwithstanding the ghost of the 
departed tonnage, taking of testimony on a plan to increase 
employment by an expensive shortening of hours continued, 
with but incidental reference, now and then, to the competition 
that took at least some of the tonnage and may have been the 
cause, on account of money unwisely spent to create the compe- 
tition, that brought on the depression that took the rest.— 
A. EB. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 21 totaled 
515,450 cars, according to reports filed by the railroads with the 
car service division of the American Railway Association. This 
was a decrease of 2,217 cars under the preceding week, 239,288 
cars below the corresponding week in 1931, and 414,156 cars 
under the same period two years ago. 

Miscellaneous freight loading for the week ended on May 
21 totaled 193,544 cars, an increase of 981 cars above the pre- 
ceding week; loading of merchandise less than carload lot freight 
totaled 181,139 cars, a decrease of 423 cars; grain and grain 
products loading for the week totaled 27,766 cars, a decrease of 
760 cars; coal loading totaled 71,728 cars, a decrease of 1,815 
cars; forest products loading totaled 18,571 cars, a decrease of 
226 cars; ore loading amounted to 3,000 cars, an increase of 
407 cars; coke loading amounted to 3,101 cars, an increase of 
92 cars; and live stock loading amounted to 16,601 cars, a de- 
crease of 473 cars. 

Revenue freight loading by districts the week ended May 
21 and for the corresponding period of 1931 was reported as 
follows: 


A Ghost Sitting 
at the Six-Hour Day 
Investigation Table 


Eastern district: Grain and grain products, 5,157 and 5,348; live 
stock, 1,571 and 1,674; coal, 16,985 and 30,063; coke, 831 and 1,398; 
forest products, 1,531 and 2,428; ore, 457 and 740; merchandise, L. C. 
L., 47,834 and 60,933; miscellaneous, 47,752 and 70,207; total, 1932, 122,- 
118; 1931, 172,791; 1930, 216,535. 

Allegheny district: Grain and grain products, 2,468 and 2,880; 
live stock, 1,204 and 1,365; coal, 18,925 and 31,585; coke, 1,094 and 
3,345; forest products, 847 and 1,771; ore, 207 and 1,869; merchandise, 
L. C. L., 37,404 and 46,383; miscellaneous, 37,667 and 62,191; total, 
1932, 99,816; 1931, 151,389; 1930, 190,498. 

Pocahontas district: Grain and grain products, 262 and 241; live 
stock, 105 and 92; coal, 21,421 and 28,975; coke, 160 and 199; forest 
products, 544 and 828; ore, 105 and 204; merchandise, L. C. L., 5, 
and 6,196; miscellaneous, 4,726 and 7,254; total, 1932, 32,490; 1931, 
43,989; 1930, 52,627. 

Southern district: Grain and grain products, 2,417 and 3,306; live 
stock, 970 and 1,139; coal, 7,945 and 13,577; coke, 201 and 404; forest 
products, 5,387 and 10,134; ore, 179 and 767; merchandise, L. C. L., 
30,791 and 36,701; miscellaneous, 27,936 and 44,963; total, 1932, 75,826; 
1931, 110,991; 1930, 125,527. 

Northwestern district: Grain and grain products, 5,558 and 8,442; 
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live stock, 3,682 and 5,716; coal, 2,464 and 4,362; coke, 623 anq 1,03 
forest products, 4,496 and 8,459; ore, 86 and 14,321; merchandise * 
C. L., 21,804 and 27,667; miscellaneous, 22,490 and 31,324; tota] ty 
61,203; 1931, 101,329; 1930, 146,401. » Aq 

Central Western district: Grain and grain products, 8,466 , 
11,521; live stock, 7,357 and 7,900; coal, 2,687 and 5,652; coke, 134 mM 
172; forest products, 3,429 and 6,269; ore, 1,820 and 2,477; merch 
L. C. L., 24,832 and 29,409; miscellaneous, 32,574 and 47,118; to 
1932, 81,299; 1931, 110,518; 1930, 129,280. * Total 

Southwestern district: Grain and grain products, 3,438 anq 4,857 
live stock, 1,712 and 2,117; coal, 1,301 and 2,512; coke, 58 and 69: fin. 
products, 2,337 and 3,745; ore, 146 and 352; merchandise, L, L 
13,307 and 14,967; miscellaneous, 20,399 and 35,112; total, 1932, 49,649 
1931, 63,731; 1930, 68,738. 7 

Total, all roads: Grain and grain products: 27,766 and 3 
live stock 16,601 and 20,003; coal, 71,728 and 116,726; coke, 3,101 
6,625; forest products, 18,571 and 33,634; ore, 3,000 and 20,730; 
chandise, L. C. L., > and 222,256; miscellaneous, 
298,169; total, 1932, 515,450; 1931, 754,738; 1930, 929,606. 
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Loading of revenue freight in 1932, compared with the ty 
previous years, follows: 


1932 1931 1939 

Four weeks in January.......... 2,269,875 2,873,211 3,470,197 
Four weeks in February......... 2,245,325 2,834,119 3,506,899 
Pour weeks in MArch.......... 2,280,672 2,936,928 3,515,738 
Pive WOGES Mi ADT... .ccccccee 2,772,888 3,757,863 4,561,634 
Week OnGed May 7...2000-cccscee 33,677 45,740 939'34 
Week ended May 14............20- 517,667 747,057 928 754 
Week ended May 21...........s00. 515,450 754,738 99960 
TE “sk nbidheaenenaneiaael 11,135,554 14,649,656 17,845,171 


SOUTHERN CLAYTON LAW CASE 
The Traffic World Washington Bureny 


Arguments were made before the Commission on May 7 
on a motion to dismiss, made by the Southern Railway, No, 
22120, Interstate Commerce Commission vs. Southern Railway 
Co., the Commission’s Clayton anti-trust law case looking t 
the divorcing of the Moble & Ohio from the Southern because 
the effect of the acquisition of the Moble & Ohio might be sub. 
stantially to lessen competition between the Southern, the ¢. 
N. O. & T. P., Alabama Great Southern and the Mobile & Ohio 
and to restrain competition in certain sections and communities, 
Time for argument was assigned to S. R. Prince for the South 
ern; W. H. Armbrecht for the city of Mobile and Alabama 
State Docks Commission; and Frank M. Swacker for E. £, 
Campbell and other interveners. Owing to inability on the 
part of Mr. Swacker to appear his time was assigned to Mr. 
Armbrecht. The Commission, after assignments had been made, 
called on W. H. Bonneville, chief of its Bureau of Inquiry, to 
discuss the case, which he did in opposition to the motion. 
Grant of the motion would have the effect of the Commission 
receding from the position it took when it filed the complaint. | 

Mr. Prince contended that the Commission was _ without 
jurisdiction because the acquisition of control of the Mobile & 
Ohio was before the enactment of the Clayton law in 1914, the 
Southern’s report to the Commission in 1911 showing that it 
had acquired the stock which had given it control. He said 
that the words of the statute “no corporation shall acquire” 
could not be given retrospective application and that if the 
Southern had violated any statute it was the Sherman aati: 
trust law, the enforcement of which, he said, was not com: | 
mitted to the Commission. He made the same point in respect 
of the acquisition of the New Orleans & Northeastern, which, 
with the acquisition of the Mobile & Ohio, the complaint al- 
leged, constituted a violation of another section of the Clayton 
act because of competition between it and the Mobile & Ohio. 

In behalf of Mobile and the Commission’s complaint it was 
contended that “shall not acquire” had the same meaning as 
“shall not hold” and that the offense was not the mere acquisi- | 
tion but the holding of stock control after its acquisition. Mr. 
Armbrecht contended that the Commission had the right and 
duty to construe the Sherman anti-trust law to determine 
whether the control was legally acquired in the same manner 
that a court, in an insurance case, would have to consider the 
allegation that the claimant for the policy money had killed 
her husband, although admittedly that court could not try the 
one accused of murder. The bearing of the Sherman law 0 
the matter in hand was created by the provision in the Clayton 
law that that statute was not intended to impair any right 
legally acquired. 

Mr. Bonneville discussed cases in which he said the courts 
had held that the Clayton law had retrospective application. 
Mr. Prince, however, said that each of the cases mentioned 
were cases in which the control had been acquired after the 
passage of the Clayton law. 


POSTAL RATE INCREASES 


The Senate has approved the provision in the revenue pill 
as reported from the finance committee increasing the first 
class mail rate from 2 to 3 cents an ounce and increasing the 
second-class rates. 
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COMMODITIES IN GLASS 


HE Commission, by division 2, in a report written by Com- 
missioner Aitchison, in I. and S. No. 3569, classification rat- 
ings on food products, less than carloads, packed in glass between 
points in official and Illinois classification territories, has for- 
pidden the equalization proposed by official classification lines 
of ratings on all glass-packed foods dealt with in Indian Packing 
Corporation vs. Director-General, 93 I. C. C. 400, and some others, 
on the same basis as that provided for the same sort of foods 
in tin containers. The equalization was to have been brought 
about by the reduction of the ratings on the glass-packed foods 
to the tin-packed basis, generally third class. At present, as 
a result of the Commission’s decision in the Indian case there 
is a spread of one class, generally. Prior to that time the 
spread was two classes, the glass-packed foods being rated first 
class in less than carloads. 

A finding of non-justification was made as to the proposals 
except those by which it was proposed to reduce the ratings 
for liquid cooking oil and peanut oil in Illinois classification 


territory. 


he tw 


193) 
3, 470,797 
506, 809 
515, 73 
561, 63 
932,34 
928,754 
929, 6 


845,71 


~~ The suspended schedules, with this exception, have been 
ay 21 9 ordered canceled, but without prejudice, however, to the estab- 
g No, lishment of ratings, in the official classification, on clam juice, 
lilway HE roasted coffee, lard and lard substitutes, prepared macaroni, 
ng tM spaghetti and vermicelli, condensed or evaporated milk, mo- 
Calls lasses, cooking oil not otherwise indexed by name, sauerkraut or 
> Sub sauerkraut juice, soups, unmedicated syrups not otherwise in- 
he C. dexed by name, canned vegetables in boxes and in crates, and 


Ohio dried vegetables, which will reflect the relationship between 
ities, the articles in glass and tin packages prescribed in the Indian 


— Packing case. 
.: These schedules were suspended by the Commission upon 


the its own motion. At the hearing, however, carriers parties to the 
Mr western classification submitted testimony in opposition to the 
; proposed reductions. Attorneys for the American Sheet & Tin- 


€ plate Co., and the American Can Co., the report said, partici- 
tion, Wy Pated in the proceeding in opposition to the reductions. Re- 
sion duction in the ratings for any of a umber of commodities 
aint. | under discussion necessary to bring about a spread between 
hout glass and tin packages fixed in the Indian Packing case, the 


ek report said, appeared to be fully warranted, if not required. 

‘the In discussing the proposal of the carriers Commissioner 
t it Aitchison said that a consideration of the transportation char- 
, acteristics led to the conclusion that the general disturbance of 


Sai * ’ 
“wr the relationship sanctioned by the Commission’s previous order 
the | had not been justified. He said that if special situations existed, 
nti the effect of the regular classification and class rates should 
wu be tempered by special exceptions to the classification or by 
ect | ~COMmodity rates, no broader than the justification therefor, In 
ich, telling why the finding of nonjustification was made, Commis- 
al. sioner Aitchison said: 
ton Respecting, as we do, the sphere of proper managerial discre- 
iio. tion of the respondents, we conclude on this record that the claimed 
788 benefits to them would not result, or would be more than outweighed 
by the losses flowing from this proposal. The only beneficiaries 
a8 q would be those interested in glass-packed goods, at the expense 
isi- 4 of other interests and the rate structure in general. To reduce 
Ar. the present rates or ratings on these proudcts, except to the extent 
al they exceed those which would result from observance of the rela- 
: tionship between glass and tin packages prescribed in the Indian 
ne packing case, would not profit respondents, but would deplete an 
er already diminished income, in a time of financial emergency. 
he ida Ore 


ed VALUED LIVESTOCK RATES 


mn The Commission, on further hearing in No. 15914, Armour 

nf & Co, et al. vs. Director-General, Chicago, Milwaukee & St. Paul 

ht et al., has affirmed the finding in the original report, 120 I. C. C. 

587, that standard or basic rates were applicable on shipments 

ts of ordinary livestock from or to complainants’ plants, in 1918. 

2. Reparation was awarded in the original finding on the basis 

d of rates shown as applicable on ordinary livestock regardless 

e of the fact that, under protest, the complainants, Armour & Co., 

and Fowler Packing Co., made declarations as to the value of 

the animals shipped and regardless of the fact that the values 

so shown were in excess of the values shown in tariffs purport- 

ing to publish “standard” rates applicable on what was and con- 

1 tinues to be called ordinary livestock such as is usually shipped 
t to slaughtering plants. 

When the complainants presented Rule V reparation state- 

ments the Director-General refused to certify and induced some 
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Decisions of Interstate Commerce Commission 


of the railroads to refuse. In the tariffs purporting to publish 
“standard” rates the carriers inserted a table of values to be 
used as a guide in assessing ordinary livestock or standard 
rates. In that table the value of an ordinary hog was placed 
at $15. The carrier rules provided for the assessment of higher 
rates when the values, as declared by the shippers, “under 
protest” in the cases of these shipments, were greater than 
those shown in the table. 

Complainants contended that section 20 of the interstate 
commerce act prohibited the maintenance of rates on ordinary 
livestock dependent upon any agreement or representation as to 
value, whether released, declared, or actual value and that the 
standard or basic rates were applicable to the shipments con- 
sidered. The Commission so held. When, however, it came to 
the certification of the Rule V statements the Director-General 
obtained a reopening of the whole subject of limitations on 
liability by carriers with the result that the Commission has 
affirmed its prior finding that the standard or basic rates were 
applicable on the shipments in question instead of higher rates 
based on the values shown by the complainants “under protest” 
because the railroads insisted upon their declaring the values. 
The carriers claimed that there was nothing in the tariffs or 
livestock contracts signed by the shippers limiting or attempt- 
ing to limit their liability. The report, however, pointed out 
that a Burlington tariff, for instance, showed the rule for calcu- 
lating rates under the subject heading of “limitation of liability”; 
also that a Minneapolis & St. Louis tariff said that “rates named 
herein will apply on shipments made at owners’ risk, with 
limitation of liability on the part of the railroad company as 
common carrier, under the terms and conditions of the current 
livestock contract provided by these companies, the contract to 
be first duly executed in the manner and form provided for 
herein.” 

The Commission said that it was not shown that the ordi- 
nary livestock comprising complainants’ shipments was in fact 
so different from a transportation standpoint as to constitute 
in effect traffic different from that for the movement of which 
the standard or basic rates were established. 

Commissioner Eastman, concurring, said he concurred in 
the results reached for the reasons shown in the dissent of 
Commissioner Hall in Cudahy Packing Co. vs. Director-General, 
104 I. C. C. 705, in which he had joined. 


Commissioner Lewis dissented, because, as he said, the 
conclusion of the majority did not comport with a correct 
analysis of the law. He said it was with respect to the alleged 
unreasonableness of the particular rates assailed that the case 
should be considered and decided. He pointed out that the Com- 
mission’s conclusion was founded upon the terms of section 20 
(11), forbidding limitations on liability. Commissioners Lee 
and Tate concurred in the dissent. 


BARGE-RAIL ROUTES AND RATES 


In a report written by Commissioner Brainerd in No. 24332, 
Inland Waterways Corporation, operating the Federal Barge 
Lines, vs. A. & R., et al., the Commission, by division 3, has 
found unduly prejudicial to the government barge line certain 
restrictions in defendants’ tariffs, has indicated the method for 
removal of the undue prejudice, and has dismissed the compiaint. 

The government barge line alleged that certain restrictions 
in defendants’ tariffs limiting the application of certain pro- 
portional rates from and to points in Alabama, Georgia, Ken- 
tucky, Louisiana, Mississippi, North Carolina, South Carolina, 
Tennessee and Virginia to and from certain Mississippi and 
Ohio River gateways, on traffic destined to or originating at 
points in central and western trunk line territories, so that 
they would apply only on traffic moving over all-rail routes, 
were unduly prejudicial to the barge line and unduly preferen- 
tial of defendants. The Commission was asked to remove the 
restrictions which, if removed, would permit the rates to apply 
in connection with the barge line. 

Commissioner Brainerd said there were commonly no joint 
through rail-barge rates between the points in southern terri- 
tory to and from which the assailed proportional rates applied 
and points in central territory or western trunk line territory, 
and that the barge line desired to compete with all-rail routes 
for the traffic here under consideration. He said complainant 
introduced exhibits purporting to show the differences between 
the proportional rates applicable in connection with the rail 
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carriers and the local rates applicable in connection with the 
barge line routes. 

“While the exhibit shows differences ranging from 4 cents to 
$1.21 per 100 pounds, and from $1.02 to $14.81 per net ton in 
favor of the all-rail routes, an examination of the tariffs dis- 
closes that in many cases erroneous rates have been shown as 
applicable in connection with the barge line,’ said Mr. Brainerd. 
“The maximum differences, in fact, are materially less than 
testified to by complainant.” 

Defendants contend that as the Commission had no power 
to fix minimum port-to-port rates, the barge line, in case the 
tariff restrictions were removed, would be in position by re- 
ducing its port-to-port rates below the standard differential basis, 
to obtain through rates that would be below the all-rail through 
rates by such substantial amounts as to the result in unfair 
and unjust competition between the two classes of service, said 
the commissioner. Continuing, he said: 


The barge line cannot hope to obtain much traffic where the 
through rail-barge or rail-barge-rail rates are the same as, or higher 
than, the all-rail rates between the same points, because its service is 
generally slower and less satisfactory than the all-rail service. But, on 
the other hand, if the proportional rates are made to apply in con- 
nection with the barge line it will be in position through its largely 
unrestricted control of port-to-port rates to bring about the establish- 
ment of through combination rates which will cause similar disad- 
vantage to the all-rail routes and to shippers such as the intervener. 

The railroads of the country, considered as in effect parts of one 
great system of transportation, are in direct competition for traffic 
with water lines including the federal barge line. As such competitors, 
it appears to us that it would be unfair to force them to divert from 
their rails traffic originated by them to competitive water lines, 
except in those instances where it can be shown that the services to 
be performed can be more economically rendered by the water lines 
than by the rail lines, or where there is some other justification other 
than a mere desire upon the part of the water lines to divert traffic 
from the rails for the sole purpose of increasing their tonnage and 
securing the revenue accruing therefrom. It should be noted that 
no shipper is here complaining of the existing service or rates. 

The inland waterways act directs this Commission upon proper 
application to require all common carriers by rail, connecting with 
the barge line and their connections, to join with such .water carrier 
in through routes and joint rates and in such instances it author- 
izes this Commission to fix reasonable minimum differentials between 
the all-rail rates and the joint rates in connection with said water 
service. That act contemplates that there shall be published and 
filed under the provisions of the interstate commerce act such joint 
tariffs as shall make generally available the privileges of joint rail 
and water transportation upon terms reasonably fair to both rail 
and water carriers, and that the reasonableness of all through routes, 
joint rates, regulations, or practices, the reasonableness of minimum 
differentials, and the reasonableness of the divisions of all joint rates 
shall be subject to review by this Commission. 

Under the facts and circumstances shown by this record, it is 
clear that the complainant can not compete successfully with the 
all-rail routes for the transportation of traffic moving between 
various points in southeastern territory and points in central and 
western trunk-line territories, and that in this respect it has been 
subjected by the defendants to an undue disadvantage and prejudice 
However, we are of the opinion that this undue prejudice and dis- 
advantage can and should be removed by establishing through routes 
and joint rates between the points here involved, in compliance with 
our decision in Through Routes and Joint Rates, 153 I. C. C. 129, 
166.5. CC. C. if, 168 I. €. C. Tie, and 172 i. C. C. S25. 

We find that the schedules assailed, particularly the restrictions 
therein limiting the application of certain proportional rates to traffic 
moving over all-rail routes and prohibiting their application in con- 
nection with traffic moving over the complainant’s barge line, sub- 
ject the complainant to undue disadvantage and prejudice. 

We further find that such undue prejudice and disadvantage 
should and will be removed by the establishment of the through 
routes and joint rates required by our order in Through Routes and 
—, — supra. No order is necessary. The complaint will be 

smissed. 


Commissioner McManamy, concurring in part, did not think 
the method proposed by the Commission would remove the 
undue prejudice as the findings and order referred to were sub- 
ject to certain circuity limitations, whereas the restricted pro- 
portional rates under attack applied over all routes irrespective 
of circuity. He thought the undue prejudice should be removed 
by cancellation of the restrictions. 


BRICK AND BUILDING TILE 


The Commission, by division 4, in No. 24433, Humboldt 
Brick & Tile Co. vs. A. T. & S. F. et al., has found not unreason- 
able in the past rates on hollow building tile, and on mixed 
carloads of tile and common brick, from Humboldt, Kan., to 
Waldo and Westport, Mo. It has found them unreasonable for 
the future to the extent they exceed or may exceed 10 cents. 
It further found that the rates on common brick had been and 
for the future would be unreasonable to the extent they ex- 
ceeded or might exceed 8 cents. The Commission also found 
that the railroads had not complied with its order in the General 
Brick Case, 68 I. C. C. 213, 80 I. C. C. 179, in respect of common 
brick. Reparation was awarded. The new rates are to be effec- 
tive not later than August 25. The Commission said no undue 
prejudice existed between the complainant and its competitors. 

In separate expressions Commissioners Eastman and 
Mahaffie conducted an argument as to the quality of the testi- 
mony in the case. Commissioner Mahaffie, dissenting, said that 
in this shortened procedure case, the memorandum of facts and 
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argument required by the Commission’s rule was devoted alm 
entirely to argument based upon a review of precedent, He 
said that precedent might well be used as support in mak; 
a case but should not be relied upon Solely without adequats 
proof to make a prima facie case. The precedents relieq Upon, 
he said, were cases decided several years ago. Conditions sinc 
then, he said, had materially changed, so markedly that the 
Supreme Court in the grain case, A. T. & S. F. et al. vs, U.§ 
decided January 4, 1932, characterized it as “the outstanding 
contemporary fact dominating thought and action throughoy 
the country.” 

Commissioner Eastman, concurring, called attention to the 
fact that the cases relied upon were gexeral cases in whic 
the Commission has prescribed rates on the commodities undy 
consideration. He said the thought in the dissent seemed to & 
that, after rates had been prescribed in such comprehensiy 
proceedings, a complainant who attacked a few rates on th 
same commodity in territory having similar  transportatio, 
characteristics “must disregard what we did in these procegg. 
ings and build up a case de novo,” as if they had never existoi, 
With that view he said he disagreed most heartily, saying tha 
he knew of no comparisons which were entitled to more weigh; 
than rates which the Commission had prescribed on the gam 
commodity in territory where transportation conditions wer 
similar. 


MISSOURI INTERSTATE RATES 


In a report of the Commission on reconsideration in No, 
21772, interstate rates between points in Missouri, embracing 
also pertinent portions of the proceedings listed in the margin 
of the first page of the prior report, 181 I. C. C. 259, written by 
Commissioner Lewis, on petitions for reconsideration and moii- 
fication, the order of January 5, 1932, as since amended, in this 
proceeding, has been modified so as to authorize the defendant 
Missouri and North Arkansas Railway Co. (W. Stephenson, re. 
ceiver) to establish and maintain first-class arbitraries equal to 
44 per cent of the corresponding local rates of said defendant for 
application, for hauls on its railway, to local and joint-line in- 
terstate traffic in addition to the rates heretofore prescribed in 
said prior report of January 5, 1932, for such application to said 
traffic, and to establish and maintain corresponding rates on 
other classes and on commodities to be determined in the manner 
provided in said prior report; and also so as to except and 
eliminate points on the branch line of the St. Louis-San Fran 
cisco Railway between Rogers, Ark., and Grove, Okla., points on 
the branch line of the Missouri Pacific Railroad south of Camp 
Cole, Mo., and points on the branch line of the Missouri Pacific 
Railroad south of Eldon, Mo., from the requirements of the find. 
ings made in said prior report of January 5, 1932. 

The order of January 5 also was amended to become effec: 
tive on July 17 instead of June 17. 


SOUTHWESTERN GLASS 


A wide revision of rates on glass within the southwest, and 
to and from that territory has been ordered not later than 
October 7 in the Commission’s report in I. and S. No. 3130, 
southwestern rates, and cases joined with it, in so far as car 
load rates on window glass, rough-rolled glass, and _ polished 
wired glass, are concerned. The report was written by Com 
missioner Lewis. It also embraces No. 18760, Muscle Shoals 
Traffic Bureau for Florence Lumber Co. et al. vs. A. & V. et al.; 
No. 18188, Hubbuch Glass Co. et al. vs. M. P. et al.; No. 18189, 
Birmingham Sash & Door Co. et al. vs. A. & V. et al.; No. 19013, 
Willingham-Tift Lumber Co. et al. vs. A. & V. et al.; No. 
17287, American Window Glass Co. vs. A. T. & S. F. et al.; No. 
20170, National Sash & Door Co. et al. vs. Same; No. 21209, 
Aalfs Paint & Glass Co. et al. vs Same; No. 15296, Harding Glass 
Co. vs. Same; No. 17371, Little Rock Chamber of Commerce 
et al. vs. A. & L. M. et al.; No. 22521, Binswanger & Co. of 
Texas vs. A. T. & S. F. et al.; and No. 22898, Traffic Bureau, 
Aberdeen Chamber of Commerce, et al. vs. Same. 

The report revolves around the suspension proceedings 
which were heard jointly with the Texas commission. The 
schedules in that case were filed in time to become operative 
July 14, 1928. They were in purported compliance with the 
Commission’s orders in Consolidated Southwestern Cases, 123 
I. C. C. 203, and subsequent reports. The carriers proposed, 
among other things, to cancel the existing commodity or class 
rates applying to window glass, rough-rolled glass, and polished 
wired glass, in carloads, to and between points in the south 
west, and to substitute therefor fifth class (column 40) rates 
on window and rough-rolled glass, and the fourth class (colum? 
55) rates on polished wired glass, which class rates, as such, 
were prescribed for future application in the southwesterl 
revision. 

On protest the operation of the schedules, in so far as they 
proposed to cancel existing commodity rates on the glass articles 
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amed, was suspended until February 8, 1929, and a later date. 
he carriers have voluntarily deferred until December 9, 1932, 
he operation of the suspended schedules. 

These schedules, according to the Lewis report, did not 
publish like rates from southwestern manufacturing points to 
he southwestern gateways or to points beyond in what were 
ermed defined territories. : For the revision of these so-called 
putbound rates on commodities manufactured within the south- 
vest the Commission, Lewis said, had from time to time granted 
extensions of time, the latest extension being to a date sixty 

































to the Hays after the effective date of such rates as might be pre- 
-Whict SE cribed or approved in this proceeding. 
Ty In the original and subsequent reports in the southwestern 
lensiy evision, Commissioner Lewis said, general bases for the con- 
on the struction of rates to, from and between points in the southwest 
rtation were prescribed. ; Specific class rates and commodity rates on 
Oceed » number of articles, he said, were prescribed and generally 
xist ‘ became applicable July 14, 1928. No specific rates were pre- 
2 aa scribed or approved, he added, for application on the glass 
wei ‘ articles here in issue. The carriers were given to December 
an 10, 1928, to revise their rates on the remaining commodities 
_ embraced in the complaints, called untreated commodities. De- 
= endants, however, elected to cancel the existing rates on the 
ntreated commodities and to substitute the prescribed max- 
imum reasonable class rates at the same time that they made 
effective the specific class and commodity rates prescribed, i. e., 
n No MB July 14, 1928. 
a Commissioner Lewis said the fourth and fifth class rates 
en 7 that then became effective were materially lower than the pre- 
oh viously existing class rates. The carriers, he said, here took 


the position that they were justified in proposing to apply the 
prescribed class rates on these glass articles. 

The formal complaints attached to this suspended proceed- 
ing assailed rates from and to the southwestern territory and 
the proposed rates within the southwest. Many shippers of 


1 this 
ndant 
n, Te 
lal to 


It for : ‘ - . 

e in Mae Sass intervened in the formal complaints. The general char- 
od in ge acter of the formal complaints, it is believed, is indicated by 
said the findings of the Commission, as follows: 

S on 1. We find in I. and S. No. 3130 that the suspended schedules, 
nner so far as they propose fifth-class (column 40) rates for carload 


and application to window glass and rough-rolled glass, have not been 
justified and should be canceled; that the rates on window glass and 


.. 
Tal rough-rolled glass, in straight or mixed carloads, minimum weight 
§ On 40,000 pounds, are and for the future will be unreasonable to the 
amp extent they exceed or may exceed the column 32% rates established 
cific | pursuant to the Consolidated Southwestern Cases supra, for applica- 
find. & tion from and to the points here embraced. 

2. We further find in I. and S. No. 3130 that the suspended 


™ schedules, so far as they propose fourth-class (column 55) rates 
ffec. for carload application to polished wired glass, have been justified, 
but that a rule should be incorporated in the schedules to the effect 
that mixed carloads of polished wired glass and window or rough- 
rolled glass may be shipped, the charges not to exceed the following: 
On the actual weight of the polished wired glass, the fourth-class 
rate; on the actual weight of the window or rough-rolled glass, the 
F carload rate on such glass; and, in the event that the aggregate 
all weight of the carload is less than 40,000 pounds, the deficit in weight 
han to be charged for at the rate on window glass. Nothing here said is 
130, to be construed as setting aside the findings of undue prejudice and 
preference in Merchants & Mfrs. Traffic Bureau vs. A. L. & L. M. 

cal: my. Co, 146 LC. S. 38. 


hed The decision in the Consolidated Southwestern Cases authorized 
om: the carriers to use groupings for the longer hauls provided the rates 
als to and from such groups as might be created were substantially an 
iL average of the point-to-point rates prescribed or approved. In 
oh complying with that decision no groups were used for traffic locally 
89, Within the Southwest, although groups were generally used for 
13, traffic between the gateways and defined territories, on the one hand, 
Yo and the Southwest, on the other. The southwestern protestants in 
= the instant proceedings desire group rates on window glass and rough- 
NO. rolled glass for the longer hauls, both at origins and destinations. 
09, None of the findings herein is to be construed as prohibiting the 


use of comparatively small groupings, either of origins or destinations, 


ISS in constructing rates on window and rough-rolled glass for hauls 


ce beyond 150 miles, provided that the rates from and to such groups 
of as may be employed will represent in each instance a fair average 
" of the point-to-point rates that otherwise would apply. 


3. We find in Nos. 18760, 18188, 18189, and 19013 that the assailed 

, rates on window glass, in carloads, minimum weight 40,000 pounds, 
gS | are and for the future will be unreasonable to the extent that they 
ne exceed or may exceed the column 32.5 rates established pursuant to 
re the Consolidated Southwestern Cases, supra, for application from and 
to the points embraced in these cases; that the assailed rates, as 


1¢ applied to complainants’ shipments of window glass, in carloads, 
3 made prior to the establishment of rates pursuant to the finding 
i, rer above, were, are, and will be unreasonable to the extent that 
4 ey have exceeded or may exceed the column 35 rates established 
pursuant to the Consolidated Southwestern Cases, supra, for applica- 
d tion from and to the points embraced in these proceedings, subject to 
' a minimum weight of 40,000 pounds. 
$ - 4. We further find in Nos. 18760, 18188 and 18189 that the assailed 
. = on window glass, in carloads, are and for the future will be 
BL uly prejudicial and preferential, as follows: The rates to Florence, 
ra ee Sheffield and Tuscumbia, Ala., to the extent that such 
1 G = exceed the contemporaneous rates to Nashville, Tenn., and 
= nth and Tupelo, Miss., by differences greater than would result 
co the respective applications of the column 32% rates prescribed 
1 T approved in Consolidated Southwestern Cases, supra, to said points; 


poe the rates to Chattanooga, Tenn., to the extent that such rates 
b ceed the contemporaneous rates to Nashville and Memphis, Tenn., 
y differences greater than would result from the respective appli- 
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cations of the column 32% rates prescribed or approved in Consoli- 
dated Southwestern Cases to said points. 

5. We further find that the complainants in Nos. 18188 and 18189, 
the Richardson Lumber Company, one of the complainants in No. 
18760, and the following named complainants and interveners in No. 
19013 received shipments as described and paid and bore the charges 
thereon: Willingham-Tift Lumber Co.; Bandall Brothers, Inc.; Patillo 
Lumber Co.; W. B. Disbro Lumber Co.; Phoenix Planing Mill Co.; 
Warren Co., a copartnership, composed of V. P. Warren and G. T. 
Warren; Pittsburgh Plate Glass Co.; West Lumber Co., a copartner- 
ship, consisting of J. J. West, H. J. West, S. J. West, and George 
W. West; F. J. Cooledge & Sons, and Atlanta Sash & Door Co., that 
they were damaged thereby in the respective differences between the 
charges paid and those which would have accrued at the rates 
herein found reasonable for application thereon; and that they 
are entitled to reparation in the respective amounts, with interest. 
They should comply with Rule V of the Rules of Practice, and 
may include in their Rule V statements any shipments made dur- 
ing the pendency of these proceedings, accompanied by affidavits 
that they made the shipments and paid and bore the charges thereon. 
If defendants are unwilling to accept proof in that form a further 
hearing may be sought. 

6. We find in No. 20170 that the rates assailed were not un- 
reasonable in the past, but that for the future they will be unrea- 
sonable in those instances in which they exceed the column 32.5 rates 
prescribed or approved in Western Trunk-Line Class Rates; we 
further find that the assailed rates are and for the future will be 
unduly prejudicial to complainants and unduly preferential of com- 
peting glass manufacturers at Sapulpa and Okmulgee, Okla., and 
Fort Smith, Ark., to the extent that the rates from Fredonia are 
not less than the contemporaneous rates from Sapulpa, Okmulgee, 
and Fort Smith by the following differences: to St. Louis, Mo., and 
to points in Illinois and Wisconsin, 4 cents; to points in North Da- 
kota, South Dakota, Nebraska, Iowa and Minnesota, and to points 
in Misousri on or north of the north bank of the Missouri River, 
6 cents; and to Kansas City, Mo., 7 cents. 

7. We find in No. 17287 that the rates on window glass, in car- 
loads, minimum 40,000 pounds, from Hartford City, Ind., to destina- 
tions in Minnesota, North Dakota, South Dakota, Iowa, Kansas, 
Nebraska, and that part of Missouri in which class rates were pre- 
scribed in Western Trunk-Line Class Rates are and for the future 
will be unreasonable to the extent that they exceed or may exceed 
the column 35 rates established pursuant to that proceeding; and 
we further find that the rates on window glass, in carloads, mini- 
mum 40,000 pounds, from Hartford City, Ind., to destinations in 
Minnesota, North Dakota, South Dakota, Iowa, Nebraska, and that 
part of Missouri in which class rates were prescribed in Western 
Trunk-Line Class Rates are and for the future will be unduly preju- 
dicial to complainant and unduly preferential of competing glass 
manufacturers at Fredonia and Independence, Kan., Sapulpa and 
Okmulgee, Okla., and Fort Smith, Ark., to the extent that the rates 
from Hartford City to such destinations exceed the contemporaneous 
rates from the Kansas, Oklahoma and Arkansas points named by 
differences greater than would result from applying from Hartford 
City the maximum reasonable rates herein prescribed or approved, 
from Fredonia and Independence the column 32.5 rates prescribed or 
approved in Western Trunk-Line Class Rates, and from Sapulpa, 
Okmulgee and Fort Smith rates which are higher than the contempo- 
raneous rates from Fredonia by the following differences per 100 
pounds: To Kansas City, Mo., 7 cents; to St. Louis, Mo., 4 cents; 
and to the remainder of such destinations, 6 cents. 

In applying the above findings Nos. 6 and 7 Independence and 
Fredonia may be grouped at the rates from Fredonia. 

8. Upon the present records we find in Nos. 21209 and 22898 that 
the rates assailed were not unreasonable, and that no damage has 
been shown to have resulted from any undue prejudice and prefer- 
ence or violation of the fourth section that has existed. These cases 
will be held open pending revision of the rates for the future in 
accordance with the conclusions herein reached. If this is not done 
within a reasonable time, the matter may be again called to our 
attention. 

9. On the present records we find in Nos. 17371 and’ 22521 that 
the assailed rates were not unreasonable or otherwise unlawful, In 
view of our findings in I. and S. No. 3130, no findings with respect 
to rates for the future are necessary in these cases or in No. 15296. 
The complaints in those three cases will be dismissed. 

In applying all of the above findings the emergency charges 
authorized in Ex Parte No. 103, the Fifteen Per Cent Case, 1931, may 
be added. 


Commissioner Brainerd, dissenting, called attention to the 
fact that rates on window glass in the southwest had been, gen- 
erally speaking, upon a group basis. He said that the adjust- 
ment now proposed was based primarily upon mileage and 
seemed to him to ignore the peculiar needs and circumstances 
of the shippers. 

Commissioner Mahaffie, dissenting in part, called attention 
to the fact that the Commission had denied reparation on the 
ground of undue prejudice and preference but that upon the 
same evidence it had awarded reparation under the first section. 
In his judgment, he said, the record did not sustain such a 
finding. Commissioner Aitchison noted a dissent from the 
finding of undue preference and prejudice. 


COMMISSION REPORTS 


Iron and Steel Articles 


No. 24446, Beatrice Steel Tank Manufacturing Co. et al. vs. 
Cc. B. & Q. et al. By division 3. Dismissed. Rates, iron and 
steel articles, Steelton and Duluth, Minn., Milwaukee, Wis., 
Chicago, Ill., and certain other points in central territory to 
Beatrice, Neb., higher than to Missouri River crossings, not 
unduly prejudicial to Beatrice. Maintenance of a parity of 
rates to destinations concerned not essential. Commissioner 
Lee dissented, holding that complaint should not be dismissed 
but should be further heard and considered in connection with 
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the applications for relief from the fourth section under the 
western class rates. 


Sodium Cyanide Liquor 


No. 24040, Roessler & Hasslacher Chemical Co., Inc., vs. 
N. Y. C. et al. By division 2. Rate, sodium cyanide liquor, 
Niagara Falls, N. Y., to Philadelphia, Pa., was, is and for the 
future will be unreasonable to the extent it exceeded, exceeds 
or may exceed 23 cents, minimum 75,000 pounds. Reparation 
awarded. Order for future effective on or before August 25. 


Barley 


No. 23568, Fraser-Smith Co. vs. Grand Trunk Western et al., 
embracing also No. 24066, Cargill Elevator Co. vs. Camas Prairie 
et al., and a sub-number thereunder, Stuhr-Seidl Co. vs. Belt Ry. 
of Chicago et al. By division 2. Dismissed. Proportional rate, 
35 carloads barley, Milwaukee, Wis., to Detroit, Mich., applicable. 
Proportional rates applicable east of Chicago junctions as fac- 
tors of through combination rates on grain, points in northwest 
territory to destinations in central territory not unreasonable 
or unduly prejudicial. 


Power Shovel 


No. 24859, Martin Wunderlich vs. C. B. & Q. By division 3. 
Dismissed. Rate, power shovel, Potosi, Wis., to St. Paul, Minn., 
applicable. Applicable rate not unreasonable or otherwise un- 
lawful. 

Sweet Potatoes 


No. 24341, Berger & Falk vs. Norfolk Southern et al. By 
division 3. Dismissed. Charges, sweet potatoes, points in North 
Carolina to New York, N. Y., not unreasonable. 


Celery, Etc. 

No. 22793, Packer Produce Mercantile Agency et al. vs. A. 
& W. et al., and No. 22897, Packer Produce Mercantile Agency 
et al. vs. A. G. S. et al. By division 3. Dismissed. Rates, 
celery, points south of Jacksonville, Fla., to Decatur, Mich., and 
on fresh vegetables, from Jacksonville, and points south thereof 
to Kansas City, Mo., not found to have been unreasonable in 
the past. Rates on commodities here involved for the future 
were ordered in Railroad Commissioners of Florida vs. A. & R., 
177 I, C. C. 736. 


COMMISSION ORDERS 


No. 17000, part 5, furniture, rate structure investigation, Order 
heretofore entered in this proceeding on July 28, 1931, as since 
amended, which by its present terms, so far as the same require 
establishment of rates for application between points in southern ter- 
ritory and points in western trunkline territory, will become effective 
on June 24, 1932, is further amended so that as to said rates it 
will become effective on October 22, 1932, instead. 

No. 25156, and Sub. 1, Basic Dolomite, Inc., et al. vs. A. A. et al. 
France Stone Co. permitted to intervene. 

No. 23350, Public Utilities Commission of State of Idaho vs. O. 
S. L. et al. Effective date of order is further extended so that the 
said order will become effective on July 20, 1932, upon 20 days’ notice 
to Commission and general public. 

No. 24168, Westland Oil Co. vs. G. N. et al. Standard Oil Co. 
(Indiana) and Midwest Refining Co. permitted to intervene. 

I. and S, 3130, part 18, consolidated southwestern cases, export, 
import and coastwise rates. American Steel & Wire Co., Carnegie 
Steel Co., Illinois Steel Co., and Tennessee Coal, Iron & Railroad 
Co. permitted to intervene. 

Finance No. 8944. Application Louisiana, Arkansas & Texas. 
Petition of T. & P., intervener, for reconsideration by the Com- 
mission of decision of division 4, dismissed. 





PETITIONS FOR REHEARING, ETC. 


No. 23908, William Brothers, Inc., vs. M. P. et al. 
ask reopening and consideration by entire Commission. 

No. 24157, Pulaski Veneer Corporation vs. N. C. & St. L. et al. 
Complainant asks reopening, reconsideration and modification. 

No. 24737, Traffic Bureau, Moline Association of Commerce, et al. 
vs. C. R. I. & P. et al. Defendants ask the Commission to amend its 
findings and order, dated April 22, 1932. 

No. 21283, Corn Exchange of Buffalo et al. vs. B. & O. et al. 
Complainants ask for an amended finding. 

No. 14760, Parkersburg Rig & Reel Co. vs. C. R. I. & P. et al., 
and cases grouped therewith. Defendants ask reconsideration on 
record as made. 

No. 13535 et al., consolidated southwestern cases, and cases 
grouped therewith. T. & P., defendant, asks for relief from pro- 
visions of findings 5 and 27 of the report and orders herein in con- 
nection with transportation of sewer pipe, carloads, from and to 
points named therein. 

No. 17000, part 4-A, rate structure investigation, petroleum and 
its products, and related cases. Respondents, southwestern lines, 
ask postponement of effective date of order until August 10, 1932. 

No. 22416, Virginia Live Stock Growers and Shippers et al. vs. 
N. & W. et al., No. 23524, West Virginia Live Stock Growers and 
Shippers et al., and I. & S. 3522, live stock from Va., W. Va., Md., 
Pa., and D. C. to eastern points. Complainants ask reopening of 
records and reargument before entire Commission. 

No. 24321, and Sub. 1. Burning Oil Distributors’ Association vs. 
A. & S. et al. Complainants ask reopening for taking of further 
testimony and for reargument before entire Commission. 

No, 23951, Nelson County Cold Storge Corporation vs. Southern 
et al. Complainants ask reconsideration and/or rehearing. 

No. 23492, Blackmer & Post Pipe Co. et al. vs. M. P. et al. Black- 
mer & Post Pipe Co. asks reopening for purpose of securing a proper 
interpretation of Commission’s order. 

No. 17000, part 9, rate structure investigation, live stock, western 
district rates. Oregon Short Line for itself and in behalf of Bam- 


Defendants 
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berger Electric, Utah, Idaho Central, and Oregon & Northwester, 
ask modification of order requiring grouping not exceeding ten 
cent_of distance involved in haul. s 

Finance No. 4555, D. & R. G. W. application for certificate , 
public convenience and necessity for construction and operation al 
Dotsero Cut-off, and Finance No. 8070, D. & R. G. W. applicatig, 
for an order authorizing acquisition by it of D. & S. L. by Purchagy 
of stock. D. & R. G. W. asks for further extension of time Withiy 
which to comply with Commission’s conditions. 

No. 14597, South Carolina Asparagus Growers’ Association 
Southern et al. Complainant asks reconsideration and/or rehearing 
and/or reargument before entire Commission. 

No. 24351, Armour & Co. vs. A. T. & S. F. et al. Defendant 
ask reconsideration by entire Commission and postponement of ¢. 
fective date of order herein pending decision of Commission on thi 


petition. 
No. 13535 et al., Consolidated Southwestern Cases. F. A. Lelanj 
asks for approval unde 


















chairman, Southwestern Freight Bureau, 
finding 27 of publication of rate of 20 cents per 100 pounds, subjeq 
to emergency charge of 2 cents per 100 pounds, on cereal beverage 
carloads, minimum weight 30,000 pounds, as described in item 235-P 
supplement 226, Johanson’s I. C. C. 2008, S. W. L. Tariff 151, fro, 
St. Joseph, Mo., to Joplin, Ma. 

No. 13535 et al., Consolidated Southwestern Cases. F. A. Lelang 
chairman, Southwestern Freight Bureau, asks approval under findin 
27 of publication in W. T. L. Tariff 87-T, Boyd’s I. C. C., A-22%) 
and in S. W. L. Tariff 2-O, Johanson’s I. C. C. 2397, of items pr. 
viding rate of 46 cents per 160 pounds, minimum weight 40,000 pounds 
subject to emergency charge of 2 cents per 100 pounds, on litharg 
dry (not in oil), from Joplin, Mo., to Texas and Louisiana Gulf ports 


FINANCE APPLICATIONS 


Finance No. 9441. New York Central Railroad Co. asks authority 
to issue not exceeding $75,000,000 of 5 per cent refunding and in. 
provement mortgage bonds, series C, to mature October 1, 2013, to 
reimburse its treasury for capital expenditures for additions an 
betterments. It does not propose to sell the bonds at the present 
time but to pledge them for short term notes, exclusive of note 
given to Reconstruction Finance Corporation. Applicant now has 
outstanding $64,500,000 of short term notes. 

Finance No. 9446. Louisville & Nashville Railroad Co. asks au- 
thority to abandon three miles of its line between Florala, Ala., and 
Lakewood, Fla., the allegation being that there is no necessary trans- 
portation service to be performed by it. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9314, permitting the Bessemer 
& Lake Erie Railroad Company to abandon operation, under track- 
age rights, over a line of railroad of the Baltimore & Ohio Railroad 
Company, including joint use of the latter’s passenger station facil- 
ities, in Butler, Butler county, Pa., approved. 

Report and order in F. D. No. 9401, authorizing W. H. Bremner, 
receiver of The Minneapolis & St. Louis Railroad Company, to issue 
$235,000 of receiver’s certificates to renew or extend certificates of like 
principal amount which will mature during June and August, 1932, 
approved. 

Report and order in F. D. No. 9397, authorizing the Charleston 
& Western Carolina Railway Company to procure authentication and 
delivery of $373,000 of first consolidated mortgage series B 50-year 
pees gold bonds in reimbursement for capital expenditures, ap- 
proved. 

Report and order in F. D. No. 9274, authorizing the Chicago, 
North Shore and Milwaukee Railroad po oageovee to issue $2,722,000 
of first and refunding mortgage gold bonds, series C, upon the sur- 
render and cancellation of an equal amount of series B bonds, and 
to issue not exceeding $2,750,000 of notes in payment of a like amount 
of outstanding notes, approved. 

Report and order in F. D. No. 9296, authorizing the Pittsburgh 
& West Virginia Railway Company to issue not exceeding $7,446,000 
of general mortgage 6 per cent gold bonds, such portion of the bonds 
as are not required to be pledged as collateral security for a loan 
from the Reconstruction Finance Corporation to be held in the 
applicant’s treasury, approved. 

Report and order in F. D. No. 9377, authorizing the Maine Cen- 
tral Railroad Company to procure the authentication and delivery 
of not exceeding $916,000 of 6 per cent first-mortgage gold bonds, in 
reimbursement in part for capital expenditures heretofore made, 
approved. , 

Report and order in F. D. No. 9349, authorizing the acquisition 
by the Atchison, Topeka & Santa Fe Railway Company of control, 
by lease, of the railroad and property of the Laton & Western Rail- 
road Company, approved. 

Report and order in F. D. No. 9361, authorizing the Southern 
Pacific Company to assume obligation and liability, as guarantor, 
in respect of the collection of a note or notes for not exceeding 
$18,000,000 to be issued by the St. Louis Southwestern Railway 
Company to evidence a loan or loans from the Reconstruction 
Finance Corporation, approved. nee . 

Report and order in F. D. 9350, authorizing the acquisition by 
the Atchison, Topeka & Santa Fe Railway Company of control, by 
lease, of the railroad and property of the Minkler Southern Railway 
Company, approved. : ‘sition 

Report and order in F. D. No. 9351, authorizing the acquisit oe 
by the Atchison, Topeka & Santa Fe Railway Company of control, 
by lease, of the railroad and propery of the Verde Valley Railway 


Company, approved. = 
Soest eae D. No. 9348, authorizing the acquisition 


Report and order in F. 1 
by the Atchison, Topeka & Santa Fe Railway Company of control, 


by lease, of the railroad and property of the Kansas Southwestern 
Railway Company, approved. 


RAIL WAGE STATISTICS 


Total compensation paid Class I railroad employes in March 
amounted to $139,969,839, as compared with $132,038,534 in Feb 
ruary, according to statistics made public by the Commission. 
The March compensation was $49,437,618 or 26.10 per cent less 
than in March last year. The number of employes the middle 
of March was 1,096,506, a decrease of 222,809 or 16.89 per cext 
as compared with March last year. March this year had two 
more working days than February. 
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OPERATING PRACTICE DEPARTURES 


PPLICATION of the long and short haul part of the fourth 
section so as to make unlawful, unless fourth section relief 
js granted, physical operations intended to promote efficiency and 
economy, is proposed by. Examiner C. K. Glover in a report in 
fourth section application No. 14219, fourth section relief ac- 
count of operating practices. He has proposed that shipments 
to lower-rated points through higher-rated points over routes 
not named in tariffs, because of so-called “sound operating prac- 
tices” of the carriers, be found to result in departures from 
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Lela a 

P finding the long and short haul provision of section 4. He has recom- 

“an mended grant of relief in certain circumstances and denial in 
TO 


He has also recommended a revision of the emergency 





pounds others. 









litharge Me routing clause of Tariff Circular No. 20 so as to provide for the 
If port: MM relief he proposes. 
Carriers in central freight, Illinois freight, New England 
freight and trunk line territories, the Cotton Belt, and carriers 
uthorityf#/ which are members of the American Short Line Railroad Asso- 
Ag ciation, filed the application which raised the question as to 
ns al whether when a carrier desired to haul traffic over routes, for 
present the more efficient operation of their properties, over which rates 
a... did not apply, it was necessary for them to have fourth section 
relief. 
sks au. Applicants and shippers, the examiner said, argued that 
gm since the rates as published conformed with section 4, since 
~ [no question of the reasonableness or discrimination of the rates 
was involved, and since the practices considered were based 
upon reasons which, in their managerial discretion the carriers 
esemet considered efficient, economical and in the public interest, they 
track. an did not constitute departures from or violations of section 4 
ailroad @ in a legal sense. 
| facil. The examiner thought they were departures or violations. 
emner, @ He pointed out that the terms of the proviso in section 4 clearly 
» issue HM indicated that publication of the rate between the more disant 
“= point over the longer route was not necessary to constitute a 
’® violation thereof. When traffic was transported from a given 
‘leston HF point (referred to as the more distant point) through one or 
juni more points (referred to as intermediate points) to reach a 
;, ap- @ given destination, said the examiner, it had to be construed 
' that, within the meaning of section 4, such “transportation” was 
94) @ in the same direction” as that of traffic moving from the 
. sur- i intermediate points to the same destinations. He said, there- 
, and | fore, that the Commission should hold that the charging or 
nount § receiving of greater compensation for the transportation from 
burgh / Or to the intermediate points than for the transportation of like 
kind of property from or to the more distant point, under the 
pees circumstances and conditions shown in the record, fell within 
1 the f the prohibition of section 4. 
om Among the operations under consideration were the load- 
ivery f-ing of less-than-carload freight in merchandise cars that broke 
is, in bulk at transfer points beyond destination, and which, of course, 
nade, |} had to be back-hauled, forwarding of traffic over easy-grade, 
‘ition longer routes as against adverse-grade, shorter routes, and mov- 
atrol, ing shipments over the longest route in instances where there 
Rail- were two or more available routes of the same Carrier so as to 
hern expedite deliveries at destination. 
= An illustration of the last mentioned situation was given 


as the movement of freight by the Big Four between Indianap- 
olis, Ind., and Dayton, O. That carrier has three routes between 
those cities, the longest being via Bellefontaine, O. But on 
a account of train schedules that route gives the best delivery 
way on traffic from Indianapolis that is given to the carrier at the 
| Indiana capital between certain hours. 

m= _ Nine types of movements were cited in the report. Glover 
way Said that relief should be denied in three sorts of movements 
“ a8 not coming within the meaning of “special cases.” He pro- 
rol Poses denial of relief to use longer routes of easy-grades, as 
fern against adverse-grade, shorter routes; moving of traffic from one 
leg of a triangle to another leg of the same triangle in order 
to keep traffic moving in one direction, resulting either in a 
back-haul or movement over a longer route; and in moving 


‘ shipments in the way described between Indianapolis and Day- 
rc on, 


lway 
tion 


eb- As to the six other types of service, Examiner Glover said 
on. the Commission should authorize continuance of the practice. 
ess PS CIOL PE, 
le PROPOSED REPORTS 
wo Pipe and Fittings 

No. 23941. Missovri-Kansas Pipe Line Co. et al. vs. A. C. & 





Y. et al. By Examiner E. L. Glenn. Dismissal proposed. Rates, 
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iron and steel pipe and fittings, straight and mixed carloads, 
points in Pennsylvania, Michigan, West Virginia, Ohio, Indiana, 
Illinois and Missouri to points in Missouri, Kansas and Okla- 
homa not unreasonable. Finding with respect to present rates, 
examiner said, should be without prejudce to the decisions in 
I. and S. Nos. 3130 and 3661, now pending. 


Strawberries 


No. 24750. Fruit Service Co. vs. C. R. I. & P. et al. By 
Examiner L. B. Dunn. Dismissal proposed. Carload rate, straw- 
berries, in crates, Wentworth, Mo., to Virginia, Minn., applicable. 


Bituminous Coal 


No. 24999. Capitol Fuel Co. vs. N. & W. et al. By Examiner 
L. B. Dunn. Dismissal proposed. Rate, bituminous coal, War, 
W. Va., to Chicago, Ill., unreasonable to extent it exceeded $3.29 
a net ton. Examiner said that in view of the fact that de- 
fendants had expressed a willingness to waive a collection of 
outstanding undercharges, based on their understanding that 
rates for the future were not in issue, no order in this case 
should be necessary. He said that defendants should be author- 
ized to waive the outstanding undercharges. 


Salt 
No. 25033. Dow Chemical Co. vs. Michigan Central et al. 
By Examiner T. Naftalin. Dismissal proposed. Rate, salt, Mid- 
land, Mich., to Jackson Miss., not shown to be unreasonable or 
otherwise unlawful. 


Lime 


No. 20246, Washington Building Lime Co. vs. Pennsylvania 
et al. By Examiner Charles A. Rice. On further hearing. 
Recommends finding in former report, 159 I. C. C. 9, that rates 
on lime, Woodville, O., to points on Maryland & Pennsylvania 
were not unreasonable for past but for future would be un- 
reasonable, be modified to extent of finding two shipments from 
Woodville to Bel Air, Md., misrouted by Pennsylvania and 
awarding reparation of $24 to basis of applicable rate of 34.5 
cents. 

White Potatoes 


No. 24791, Southgate Brokerage Co., Inc., vs. A. C. L. et al. 
By Examiner T. P. Wilson. Reparation recommended on find- 
ing rates, white potatoes, Norfolk, Va., and south Atlantic ports 
to points in southern territory unreasonable to extent they ex- 
ceeded 32 per cent of the maximum corresponding first-class 
rates prescribed or approved in Southern Class Rate Investi- 
gation, 100 I. C. C. 5138, 109 I. C. C. 300, 113 I. C. C. 200, and 
128 I. C. C. 567, or in Virginia Corporation Commission vs. A. & 
R., 186 I. C. C. 173; and State Corporation Commission of Vir- 
ginia vs. A. & R., 161 I. C. C. 278, 165 I. C. C. 31 and 169 I. C. C. 
728. 

Coal 

No. 24646, W. B. Paterson Clay Co. vs. A. G. S. et al. By 
Examiner E. L. Valentine. Dismissal proposed. Rates, coal, 
Bankhead, Carbon Hill, Coaling, Coleanor, Garnsey, Nauvoo, 
Paramount, Porter and Straven, Ala., and points grouped there- 
with to Rendell, Ala., over interstate routes, not unreasonable. 


Coal 
No. 24699, W. S. Dickey Clay Manufacturing Co. vs. N. C. & 
St. L. et al. By Examiner Chester E. Stiles. Dismissal pro- 
posed. Rates, coal, to Chattanooga, Tenn., from Whitwell, Tenn., 
over an interstate route, and from Lehigh, Ala., not unreason- 
able or unduly prejudicial. 


Gas Floor and Wall Furnaces 


No. 24543, Payne Furnace & Supply Co., Inc., vs. A. T. & S. 
F. et al. By Examiner J. P. McGrath. Gas-fired floor and wall 
furnaces, in less than carloads, as tendered for shipment by 
complainant, found to be knocked down within the meaning of 
that expression as employed in the western classification, and 
first-class rating charged found inapplicable. Applicable rating, 
third class. 

Coal 

No. 24932, Richard O. Nebring vs. N. Y. C. et al. By Ex- 
aminer T. Naftalin. Proposes reparation on finding rate, bitum- 
inous coal, Longacre, W. Va., to Gas City, Ind., unreasonable 
to extent it exceeded $2.84. 

Strawberry Crates, Etc. 


No. 24785, Southern Package Corporation vs. A. G. S. et al. 
and a sub-number, Same vs. I. C. et al. By Examiner Richard 
Yardley. Dismissals proposed. Minimum weight applied, straw- 
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berry crates each containing 24 nested strawberry till boxes 
but with crate tops detached from the crates and bound in 
shooks, points in Mississippi to destinations in Alabama, Louisi- 
ana, Florida, Tennessee, Ohio, Michigan, Illinois, Kentucky, New 
York, Pennsylvania, West Virginia, Wisconsin and Georgia, in- 
applicable. Applicable minimum, 18,000 pounds derived from 
Rule 10 of the classification and subject to Rule 34 of the 
classification, not unreasonable. Examiner said “there would 
appear to be outstanding undercharges.” Rates, box and crate 
material, fruit and vegetable boxes, crates and packages, box 
shooks and veneers, carloads or in mixed carloads, points in 
Mississippi to destinations on defendants’ lines in Louisiana, 
not unreasonable or unduly prejudicial, 


LOANS TO RAILROADS 


The Commission, by division 4, in the first supplemental 
report in Finance No. 9148, Erie Railroad Co. reconstruction 
loan, upon further consideration of the company’s application 
for a loan of $10,350,000, has approved an additional loan of 
$2,775,000, without prejudice to the consideration of further 
loans upon this application. In the prior report, 180 I. C. C. 493, 
the Commission approved a loan to the applicant of $4,458,000. 

This loan, when made by the Reconstruction Finance Cor- 
poration, is to be used to pay half of bank loans, on short term 
promissory notes aggregating $5,550,000, held in the metropolitan 
area around New York. Their due date was May 31. The 
banks promised to extend the unpaid half of the loans. The 
applicant asked approval without prejudice to approval of an 
additional loan to pay the remainder. 

As security the applicant is to pledge $6,104,500 of its 
general lien 4 per cent bonds, $2,421,000 of general mortgage 
convertible 4 per cent bonds and $217,000 of general mortgage 
4 per cent bonds. 

Commissioner Eastman, concurring, said that the bank 
loans which were to be paid were better secured than the loan 
of $4,458,000 which the government had already made to the 
applicant. He expressed doubt whether the banks, after they 
received 50 per cent on the outstanding loans, would make any 
better use of the money than they would make if they con- 
tinued to loan it to the Erie, or would derive as much income 
from it. However, he said, if the government should not now 
make the loan which was sought and should suggest to the 
banks that they might well continue to put this money to its 
present use, no doubt a hue and cry would be raised by these 
financial interests and their newspaper friends to the effect 
that the government was exhibiting a lack of faith in the future 
of the railroads and discouraging the return of confidence. It 
might be that it would be of advantage to the country, he said, 
to deprive the so-called financial interests of this opportunity 
for further demoralizing discussion, by acceding to their de- 
mands. Upon consideration of all the circumstances he Said 
he was willing in this case to accept that theory, because he 
believed that the loan from the government would be adequately 
secured and also to accept it in other cases where a similar 
finding could be made. 

“The banks will then have the opportunity,” said he, “to 
use the money in other ways for the public good. It will be 
of interest to see what they do with it.” 


The Commission, by division 4, in Finance No. 9252, Maine 
Central Railroad Co. reconstruction loan, has approved a loan 
of $1,650,000 to the applicant, $750,000 to be used in paying half 
of bank loans held in Boston, Mass., upon condition that the 
banks extend the loans for the other half of the bank indebted- 
ness of $1,500,000, and $900,000 to be used to meet, in part, fixed 
charges accruing between July 1, 1932, and January 1, 1933. 

As security for this loan the applicant is to pledge $1,054,000 
of Portland & Ogdensburg first mortgage 4.5 per cent bonds and 
$916,000 of new first mortgage bonds upon the entire Upper Coos 
properties in New Hampshire and Vermont. 


In a supplemental report in Finance No. 9243, Pennsylvania 
Railroad Co. reconstruction loan, the Commission, by division 4, 
in response to an amended petition filed May 24, has modified 
its original report in which it approved a loan of $27,500,000 to 
the applicant, to be made available to the Pennsylvania on 
October 1, so as to provide for the company receiving install- 
ments on the loan prior to October 1. It has also authorized 
a change in the security to be pledged. 

As modified the Commission has approved the making of 
the $27,500,000 loan in installments as follows: June 1, $5,000,000; 
July 1, $9,000,000; August 1, $4,500,000; September 1, $4,000,000 
and October 1, $5,000,000. In support of its application for the 
money in installments the Pennsylvania, the Commission said, 
pointed out the impracticability at present of obtaining the 
$27,500,000 it had agreed to obtain, through a public offering 
of securities, at reasonable cost. The company, however, under- 
takes to raise the $27,500,000 through banking and investment 
channels, provided conditions permit, 
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The change in security is to be accomplished by the sy 
stitution of $11,706,000 of New York Bay Railroad Co. fig 
mortgage bonds, 5 per cent guaranteed, and $2,500,000 of ty 
5 per cent guaranteed capital stock of the Pittsburgh, Cingi 
nati, Chicago & St. Louis Railroad Co., for the $11,744,000 bong 
of the Philadelphia, Baltimore & Washington Railroad Co., » 
quired in the original report. 

In a second application the Arlington & Fairfax Railway (, 
(electric) has applied for a loan of $18,000 to pay interest an 
current bills and to renew electrical equipment. 

The Commission, by division 4, in Finance No. 9174, Pitts 
burgh & West Virginia Railway Co. reconstruction loan, upg 
the application of that carrier for a loan of $7,608,582, hag a 
proved an immediate loan of $3,805,222, without prejudice t 
consideration of a further loan. The money is to be used fo 
the payment of unpaid vouchers, an open account with th 
American Bridge Co., condemnation awards, stock taxes, th 
latter amounting to $400,000 and the payment of one-half of 
all the company’s bank loans, the half of the bank loans amount. 
ing to $2,990,934. 

As security the report said the applicant should pledg 
$1,787,500 of its first mortgage series D 4.5 per cent gold bonds, 
$7,446,000 of its general mortgage 6 per cent bonds, 4,200 share 
of preferred stock and 28,400 shares of common stock of ths 
Wheeling & Lake Erie Railway Co. 

The Commission, in its conclusions, said it should not ap 
prove a loan of $112,426 to the applicant for a replenishment 
of its working capital nor a loan to the applicant for the repay. 
ment of a loan of $325,000 from the Pennroad Corporation. The 
Pittsburgh & West Virginia included that loan from the Pen. 
road Corporation in a schedule of liabilities it thought it shouli 
meet by borrowing from the government. The Pennroad fu. 
nished the money to pay maturing equipment trusts and interest 
thereon. Much of the money borrowed from the banks by the 
applicant was used in financing the Connellsville branch con 
struction and acquisition of Wheeling & Lake Erie stock. 

Commissioner Mahaffie, dissenting, said he could not agree 
that the security required was adequate to secure the loan. 
Saying that the Pennroad Corporation owned three-fourths of 
the applicant’s stock, he said he would make the loan only on 
condition that the obligation be guaranteed by the Pennroad. 

Commissioner Eastman, concurring, said he could not agree 
with the suggestion in the dissenting opinion that the Commis. 
sion should make it a condition of the loan that the obligation 
should be guaranteed by the Pennroad Corporation. In the 
first place he said he knew of no reason to believe that that 
guarantee would add materially to the security of the loan. 


In the second place he said he was not satisfied that the ac | 


quisition by the Pennroad of a majority interest in the applicant 
was in accord with law. He said he was unwilling that the 
Commission should seem, impliedly, to recognize the legality of 
that transaction by demanding such a guarantee. He said that 
a continuation throughout 1933 of this extraordinary depression 
might jeopardize this loan but he said he was loath to proceed 
on that assumption. 

The Commission, by division 4, in Finance No. 9178, Chicago, 
North Shore & Milwaukee Railroad Co. reconstruction loan, has 
approved an immediate loan of $1,150,000 to the applicant, the 
money to be used principally to take care of $500,000 of un 
secured gold notes matured April 1, the total of which was 
$2,000,000; sinking fund deposits for retirement of first and 
refunding mortgages amounting to $150,408; car trust certificates 
amounting to $161,400; and bond interest due July 1, amounting 
to $150,517. The amount of the loan approved is the amount 
for which the company applied. The Commission said that in 
recent years the applicant had been successful in its endeavor 
to locate new industries on its line and had been developilg 
increased interline freight business. Engineers who invest 
gated the applicant’s situation reported, the Commission said, 
that its carload freight should recover more rapidly than general 
business and reach higher levels than heretofore. 

As security for the loan the applicant is to deposit $2; 
056,000 of its first and refunding series C 5.5 per cent gold 
bonds of 1956. 

The Commission, in its report, recited the facts about the 
contention of the applicant that it was not subject to its Jurs 
diction under section 20a in the matter of its securities, = 
cluding the fact that the district court had sustained the appli- 
cant in the litigation instigated by the Commission and that 
nevertheless the applicant had submitted itself to that jurisdic 
tion. In that submission the applicant obtained the Commis 
sion’s approval of the issuance of $2,722,000 of series C, 5° 
per cent bonds of 1956 so as to expedite approval of the loan 
acted upon in this report and to eliminate any possible questio 
as to the validity of the security offered for the loan. |. 

In Finance No. 9376, Oklahoma & Rich Mountain Railroad 
Co. reconstruction loan, the Commission, by division 4, has 
denied approval of a loan of $33,296.72 to the applicant on the 
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ground that its prospective earning power and the security 
offered, a first mortgage on all its property, were not such 
as to afford reasonable assurance of its ability to repay the 
Joan within the time specified. The applicant asked for the 
Joan to enable it to discharge indebtedness to the Dierks Lum- 
ber & Coal Co., the owner of its entire capital stock. 

In Finance No. 9375, Texas, Oklahoma & Eastern Rail- 
road Co. reconstruction loan, the Commission, by division 4, 
has denied approval of a loan of $217,477 to the applicant on 
the ground that its prospective earning power and the security 
offered, a first mortgage on all its property, were not such 
as to afford reasonable assurance of the repayment of the 
loan Within the time specified. The loan was desired to 
enable the company to pay indebtedness to the Choctaw Lum- 
per Co. The report said that in the past all the applicant’s 
financing had been done by the Dierks Lumber & Coal Co., 
which, being indebted to its subsidiary, the Choctaw Lumber 
Co., assigned its interest in the amount due it from the appli- 
cant to the latter company. The Dierks Lumber & Coal Co., 
the report said, controlled the applicant through ownership 
of a majority of its capital stock. 

The Illinois Central Railroad Co. has applied for a loan of 
$11,000,000 from the Reconstruction Finance Corporation for 
three years to pay interest and meet maturities. It said in 
its application, however, that it had applied for a loan of $7,- 
466,000 to cover its interest needs from July to January from 
the Railroad Credit Corporation but that if it could not obtain 
it, it wished the application for $11,000,000 from the Reconstruc- 
tion Finance Corporation to include the $7,466,000. In other 
words, if it obtains the interest money from the Railroad Credit 
Corporation it will need only $3,534,000 from the Reconstruction 
Finance Corporation to meet maturities in July, August and 
October. 

The Western Pacific Railroad Co. has applied for a loan of 
$759,000 for three years from the Reconstruction Finance Cor- 
poration to pay for work on construction of branch line, for 
additions and betterments, to pay miscellaneous bills for mate- 
rials, services, etc., to make payments under contract with 
the Baldwin Locomotive Works, to make advances to subsidiary 
to meet obligations, and to pay taxes in California. 


R. C. C. REPORT 


Loans consummated or authorized by the Railroad Credit 
Corporation to railroads to meet their fixed interest obligations 
totaled $21,944,217.50 on June 1, 1932, according to the monthly 
report of that corporation filed June 2 with the Commission. 

Of that amount, $7,221,574 represents loans actually made, 
leaving a balance of $14,722,643 to which the corporation is 
committed. 

In a letter sent transmitting a copy of the monthly report 
to the chief executives of the various railroads, E. G. Buckland, 
president of the Railroad Credit Corporation, said that this 
eed would, in due course, probably be reduced by $6,069,- 

“The March, 1932, reports,’ Mr. Buckland added, “of emer- 
gency charges (accruing to the corporation in May) approxi- 
mated $6,000,000 and, together with the relatively small June 1 
requirements, made possible the building up of the cash balance 
available for loans in anticipation of July 1 needs. 

“The revenues under Ex Parte 103 have been considerably 
below the original estimates. Assuming that net receipts are 
$5,250,000 during June, 1932, the cash available for July 1 require- 
ments would be $11,700,000. According to present indications, 
this amount, together with the cooperation of the Reconstruction 
Finance Corporation, should prove adequate.” 

_ Mr. Buckland said that “the cooperation of the representa- 
tives of the government and the applicant carriers is substan- 
tially contributing to the stabilization of railroad credit.” 

In its decision in Ex Parte 103, the Interstate Commerce 
Commission permitted certain increases in rates, the proceeds 
to be pooled and used for loans to needy carriers. The method 
of pooling the revenues, known as the Marshalling and Distrib- 
uting Plan, was proposed by the carriers, and is administered 
by the Railroad Credit Corporation. By the terms of the plan 
under which the Railroad Credit Corporation operates, and in 
accordance with the decision of the Interstate Commerce Com- 
Mission, loans by the corporation are restricted to the preven- 
tion of defaults in fixed obligations. 


ILLINOIS TERMINAL TAX 
Review of No. 917, Illinois Terminal Co. vs. United States, 
a suit to recover $42,643.26 in federal income taxes, involving 
the question of taxability of payments made to the company 
y the government as the result of federal control, was denied 
by the Supreme Court of the United States May 31. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) Shippers, alleging specific 
acts of negligence, must prove negligence alleged and that 
negligence caused damage to goods shipped. (American Rail- 
way Express Co. vs. H. Rouw Co., 48 S. W. Rep. (2d) 220). 

In shipper’s suit based on carrier’s common-law liability, 
when shipper made prima facie case, burden shifted to carrier. 
—Ibid. 

Common carrier, in absence of express stipulation to con- 
trary, is responsible where goods are received for shipment, 
against all loss or damage except as is caused by acts of God, 
or public enemy, or from inherent defects in commodity shipped. 
—Ibid. 

When carrier holds itself out as proposing to provide means 
of preserving perishable goods, it must exercise ordinary care in 
adoption of such means of transportation.—Ibid. 

If perishable goods are in good condition when delivered 
to carrier and are damaged when delivered at destination, pre- 
sumption exists that damage was caused by carrier’s negligence. 
—Ibid. 

In shipper’s action on common carrier’s common-law lia- 
bility for damage to strawberries, verdict for shipper held sup- 
ported.—Ibid. 

Credibility of witnesses is for jury.—Ibid. 

Weight to be given witnesses’ testimony is for jury.—lIbid. 

When shipper, suing on carrier’s common-law liability, 
proved delivery of shipment in good condition, and that ship- 
ment was damaged on arrival at destination, presumption existed 
that carrier was negligent and burden shifted to carrier.—Ibid. 





(Supreme Court of Arkansas.) Decision on former appeal 
on question involved held “law of case,’ where evidence on 
subsequent appeal was substantially the same. (American Rail- 
way Express Co. vs. Cole, 48 S. W. Rep. (2d) 223). 

In shipper’s action for damages to strawberries, evidence 
held insufficient to establish negligence of carrier as to delay 
in transportation.—Ibid. 

In shipper’s action for damage to strawberries, evidence 
held insufficient to establish negligence of carrier as to furnish- 
ing of improperly constructed or equipped refrigerator car.— 
Ibid. 

Burden was on shipper suing for damages to strawberries 
to establish negligence of carrier in furnishing improperly con- 
structed and equipped refrigerator car.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas. Eastland.) In action 
against carrier for injuries to cattle shipment based on Ccon- 
tract duty, damages are recoverable independently of question 
of negligence. (Wichita Valley Railway Co. vs. Anderson, 48 
S. W. Rep. (2d) 361). 

In action on contract brought against carrier for injuries 
to cattle shipment, refusal to define term “negligence” was not 
error.—Ibid. 

Statute held not to require definition of terms not used in 
submission of special issues (Rev. St. 1925, art. 2189).—Ibid. 

In action on contract against carrier for injury to cattle 
shipment, “proximate cause,” as term is used in negligence law, 
had no application.—Ibid. 

Qualified witness may testify to ordinary time required for 
carrier to transport shipment, but not to what constitutes rea- 
sonable time.—Ibid. 

In action against carrier for injury to cattle shipment sub- 
mitted on special issues, refusing instruction appropriate only 
in case submitted on general charge held not error. 

The requested instruction stated that defendant could not 
be held liable for damages necessarily resulting in course of 
transportation from ordinary handling by carrier, such as ordi- 
nary switching and confinement to car.—lIbid. 

In action against carrier for injury to cattle shipment, in- 
struction and special issue held not erroneous as assuming that 
undisputed evidence showed cattle had no market value at 
certain place. 

The issue was, “What amount of money, if paid now, would 
compensate the plaintiff for his loss, if any?” but it appeared 
that the question of market value was determined by the pre- 
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ceeding issue, under which jury were not to consider issue in 
question if they found that there was market for plaintiff’s 
cattle at such place.—Ibid. 

Party not objecting to special issue as not being properly 
stated acquiesced in manner of submission.—Ibid. 

In action against carrier for injury to cattle shipment, 
refusal to define term “market value,” not used in special issues 
submitted, held not error.—iIbid. 





(Court of Civil Appeals of Texas. Austin.) County court 
held not without jurisdiction on appeal from justice court in 
suit for less than $200, because amended pleadings praying 
additional interest authorized recovery of more than such sum. 
(Kansas City, M. & O. Ry. Co. of Texas vs. McMullen, 48 S. W. 
Rep. (2d) 445). 

Accumulation of interest, pending county court’s decision 
on appeal from justice court, to amount exceeding, with damages 
pleaded, justice’s original jurisdiction, does not oust court’s 
jurisdiction.—Ibid. 

Appellate court will not review trial judge’s mode of pre- 
senting ultimate fact issues fairly submitted to jury in under- 
standable language.—Ibid. 

Both value of lost weight, caused by negligent delay in trans- 
porting cattle, and depreciation in value of remaining weight, 
are proper elements of damage.—lIbid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. South Carolina.) Truck owner had no 
adequate remedy at law in respect to tax imposed by state on 
trucks used for contract hauling as would prevent injunction 
(Act S. C. May 9, 1931, sec. 66, 37 St. at Large, p. 454; Act 
S. C. April 8, 1925, sec. 14, 34 St. at Large, p. 261, as amended 
by Act March 7, 1930, 36 St. at Large, p. 1100; Act S. C. April 
7, 1930, 36 St. at Large, p. 1068; Civ. Code S. C. 1922, secs. 511, 
512). (Nutt vs. Ellerbe, 56 Fed. Rep. (2d) 1058). 

State law imposing tax on trucks engaged in contract haul- 
ing and exempting farmers, dairymen, and lumberman held un- 
constitutional as discriminatory (Act S. C. April 7, 1930, 36 
St. at Large, p. 1068; Act S. C. May 9, 1931, sec. 66, 37 St. at 
Large, p. 454).—Ibid. 

State law imposing tax on gross revenues of trucks engaged 
in contract hauling held unconstitutional as burden on inter- 
state commerce (Act S. C. May 9, 1931, sec. 66, 37 St. at Large, 
p. 454 ).—Ibid. 





(Circuit Court of Appeals, Tenth Circuit.) Statute held not 
to deprive public utilities or individuals of right of injunction 
against violators thereof, and not to confer such right exclusively 
on Public Utilities Commission (Comp. Laws Utah 1917, secs. 
4818, 6688, and 4841, sugd. 1). (Denver & R. G. Ry. Co. vs. 
Linck, 56 Fed. Rep. 957). 

State cannot deprive federal courts of jurisdiction to grant 
injunctions.—Ibid. 

Property rights may be protected by injunction, where in- 
terference therewith will result in great or irreparable injury. 
—Ibid. 

Injunction is appropriate remedy to protect one in enjoy- 
ment of exclusive franchise against encroachment.—Ibid. 

The common carrier by truck, subsequent to injunction, 
terminated association with others purporting to transport 
freight under private contracts, but continued to haul freight 
to same consignees under contract with particular company, did 
not change operations from those of common carrier required 
to obtain certificate (Comp. Laws Utah 1917, sec. 4818, and sec. 
4782, subds. 13, 14, 28).—Ibid. 

Private carrier cannot be subjected to requirements of com- 
mon carrier (Comp. Laws Utah 1917, sec. 4818, and sec. 4782, 
subds. 13, 14, 28).—Ibid. 

Person cannot, by executing contract, change character of 
his operations from those of common carrier to those of private 
carrier.—Ibid. 

Several merchants may jointly purchase truck and employ 
operator thereof to transport merchandise required in their mer- 
cantile business without obtaining statutory certificate (Comp. 
Laws Utah 1917, sec. 4775 et seq.; sec. 4818).—Ibid. 

That person had previously been engaged as common Car- 
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rier illegally did not prevent him from continuing to Operate 
truck as private carrier or private carrier’s employe (Comp 
Laws Utah 117, sec. 4818, and sec. 4782, subds. 13, 14, 28)~ 
Ibid. 

Competitors who obtained injunction against common cg. e”! 
riers’ illegal operations held entitled to costs, notwithstanding vs. 
defendants continued operations under subsequent contrac 
which trial court deemed lawful (Comp. Laws Utah 1917, ge, i la! 
4818.—Ibid. al 


































































(Circuit Court of Appeals, Eighth Circuit.) Proceedings tic 
before Interstate Commerce Commission for reparation on a. !2' 
count of carrier’s departure from tariff held within Commi 
sion’s jurisdiction, though involving construction of tariff (Inte. @ A! 
state Commerce Act secs. 6 (7), 9, 49 USCA, secs. 6 (7), 9) mm el 
(Southern Ry Co. vs. Hichler, 56 Fed. Rep. (2d) 1010). 

Constitutional provisions guaranteeing jury and due proces fo 
are satisfied in proceeding before Interstate Commerce Comnis. no 
sion for reparation, in view of requirement that order be e. le 
forced in court (Interstate Commerce Act, secs. 6 (7), 16, 49 | 
USCA, secs. 6 (7), 16; Const. U. S. Amends. 7, 14).—Ibid. 

Inclusion of article among commodities bearing lower rates § ‘° 
though desirable from transportation standpoint, cannot be a. 
complished by arbitrary departure from tariff.—Ibid. of 

Finding of Interstate Commerce Commission in ordering 1D 
reparation for overpayment that particular large size shale prod. 
uct was within tariff definition of common brick made fron st 
low grade shale held not supported by evidence (Interstate sl 
Commerce Act, sec. 6 (7), 49 USCA, sec. 6 (7). md 

Assuming that article in question was a common brick, I 
there was no substantial testimony in the record that it was 
a common brick made of low grade clay or shale, but there was 
positive testimony that the commodity in question was of a 
high-grade quality.—Ibid. 

Evidence taken before Interstate Commerce Commission 
may always be examined to ascertain whether findings are 
properly supported.—lIbid. 

Findings and order of Interstate Commerce Commission are 
only prima facie evidence of facts therein stated, in action to 
enforce reparation (Interstate Commerce Act, sec. 16, 49 USCA, 
sec. 16).—Ibid. 

Construction to be given to railroad tariff ordinarily pre 
sents question of law.—Ibid. é 

On appeal from judgment of enforcement of order of Inter: | 
state Commerce Commission, court is confined to record, and 7 
cannot consider excerpts from testimony alleged to have been | 
given in other hearings.—Ibid. & 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts | 

(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(District Court, S. D. New York.) Cargo owner could not 
hold tug for any expenses incurred in removing and dumping 
damaged cargo; sound cargo having been first removed. 

After sound cargo had been removed, cargo ower Was 
under no obligation to tort-feasors, as such, to do anything il 
respect to damaged cargo, inasmuch as any water damage was 
fatal to cargo and made it a total loss. (The Hustler, 56 Fed. 
Rep. (2d) 1039). 





(District Court, S. D. New York.) Barge owner beginning 
limited liability proceedings held not entitled to exclude there 
from its damage claim against tug jointly liable. (The Bleakley 
No. 76, 56 Fed. Rep. (2d) 1037). 

District Court should follow decision of Circuit Court of 
Appeals, though of another circuit, unless entirely clear that 
decision was erroneous.—Ibid. 

Rights of barge owner beginning limitation proceedings 
being subject to claims of tug and cargo owner, intervenilé 
insurer subrogated to barge owner’s rights was subordinated t0 
such claims.—Ibid. 

Where barge owner, beginning limitation proceedings, was 
required to include damage claim against tug, reasonable les 
expenses incurred in recovering such damages held deductible 
therefrom. 

Such expenses should be limited, however, to those incurred 
in district court, in view of fact that appeal on behalf of the 
tug to Circuit Court of Appeals was successful in establishin’ 
a half liability of the barge.—Ibid. ’ 

Pending actions should be consolidated with barge owners 









+ No, 9 
ee 


Operate 
(Comp, 
4, 28)~ 


NON cay. 
Standing 
Ontracts 
17, Sec, 


2 edings 
| ON ae. 
Sommis. 
' (Inter. 
(7), 9), 


Process 
Yom mis. 
be en. 
16, 49 
i. 


r rates, 
be ac. 


rdering 
le prod. 
e from 
erstate 


brick, 
it Was 
Te Wag 
S of a 


nission 
2s are 


O1 are 
ion to 
USCA, 


y pre 


Inter- 


l, and § 


been 


ystem, 


1 not 
oping 


was 
ig in 
was 
Fed. 


ining 
here- 
ikley 


t of 
that 


ings 
ning 
d to 
was 
egal 
‘ible 
rred 


1ing 


er’s 









une 4, 1932 


June 4, 0? —$—$_$_—_—___ The Traffic World 


limitation proceedings, unless prejudice would result to sub- 
stantive rights.—Ibid. 





(Supreme Court, Erie County.) Maritime rights may be 
enforced in courts of state of New York. (M. & T. Trust Co. 
ys, Export S. S. Corporation, 256 N. Y. S. 590.) 

Notwithstanding destination of merchandise was transat- 
Jantic foreign country, its misdelivery did not create of necessity 
a maritime right.—Ibid. 

Where contract for shipment to nonadjacent foreign destina- 
tion Was made in United States, lex loci contractus was federal 
law (49 USCA, Secs. 81, 90).—Ibid. 

Carmack Amendment, as further amended by Cummins 
Amendment, held inapplicable to shipments to nonadjacent for- 
eign territory (49 USCA, Sec. 20 (11) ).—Ibid. 

Clause of bill of lading covering shipment to nonadjacent 
foreign territory, requiring notice of claim for misdelivery, does 
not violate Harter Act prohibiting insertion of stipulations re- 
leasing carrier from certain liabilities (Harter Act, sec. 1 (46 
USCA, sec. 190)).—Ibid. 

In entering upon maritime contracts, parties are presumed 
to have had in contemplation the maritime law.—Ibid. 

Misdelivery held not to deprive carrier of right to notice 
of claim in accordance with stipulations of foreign bill of lad- 
ing (49 USCA, secs. 81, 90).—Ibid. 

Failure of shipper or assignee to give notice and commence 
suit within time required by bill of lading covering merchandise 
shipped to nonadjacent foreign destination and misdelivered 
defeated assignee’s right to recover (49 USCA, secs. 81, 90).— 
Ibid. 


GREAT NORTHERN AND SECTION 209 


The Supreme Court of the United States announced May 
31 that it had granted the petition of the government in No. 978, 
United States vs. Great Northern Railway Co., for a writ of 
certiorari to the Circuit Court of Appeals for the eighth circuit, 
the suit in which the government is seeking to recover $1,- 
329,785.98 and interest from the Great Northern as alleged over- 
payment under section 209 of the transportation act under which 
the carrier’s return was guaranteed for the first six months after 
the end of federal control. The court also advanced the case 
for argument October 10. 


ALTON DIVISIONS CASE 


Probable jurisdiction was noted by the Supreme Court of 
the United States in No. 956, The Alton Railroad Co. vs. U. S. 
et al, May 31, and the case was advanced for argument October 
10. The Alton brought the suit to set aside the order of the 
Commission made December 7, 1931, in No. 22487, William W. 
Wheelock and William G. Bierd, receivers, etc., of the C. & A. 
vs. A. C. & Y. et al., in so far as it prescribed certain divisions 
of certain joint through rates from Peoria and Pekin, IIl., to 
points in eastern trunk line territory. 


GULF PORTS PREFERENCE CASE 


The Supreme Court of the United States, May 31, announced 
that No. 24, Texas & Pacific Railway Co. vs. U. S. et al., had 
been restored to the docket for reargument. The case goes 
over to the next term of court. 

This is a suit in equity to set aside the Commission’s orders 
in No. 12798, Galveston Commercial Association vs. G. H. & 
S. A. et al, 160 I. C. C. 345, requiring carriers to cease and 
desist from charging the same rates between points on the 
Texas & Pacific and the Louisiana Railway & Navigation Co., 
and Texas ports, as between said points and New Orleans, La., 
on export, import and coastwise traffic, and prescribing non- 
prejudicial relationships for future rates. 

“This cause,” said the court, “is restored to the docket for 
reargument upon all questions involved and the attention of 
counsel] is invited to the question whether the respective rela- 
tions of the Louisiana ports and the Texas ports to the export, 
import and coastwise traffic affected, and to the rates con- 
demned by the orders in controversy are such that the Louisiana 
ports may be regarded as localities unduly or unreasonably 
preferred by such rates within the sense and meaning of sections 
3 (1) and 15 (1) of the interstate commerce act and that the 
Texas ports may be regarded as localities unduly or unreason- 


ably prejudiced by such rates within the sense and meaning of 
the same sections.” 


EXCESS INCOME REPORTS 
Finance No. 3711, East Broad Top Railroad and Coal Co., 
excess income. Tentative determination by Commission, divi- 
Sion 1, that carrier has recapturable excess net railway operat- 
ing income of $95,425.50 applicable to the last ten months of 
1920 and the years 1924, 1925 and 1926, based on valuations of 
$2,320,000, $2,290,000, $2,300,000 and $2,310,000, respectively. 
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Salary increases and bonus payments tentatively found to be 
disproportionate and unreasonable and operating expenses re- 
duced and net railway operating income increased by $7,640 for 
1920 period, and $16,500 for each of the years 1923, 1924, 1925 
and 1926. 

Finance No, 3709. Durham & Southern Railway Co., excess 
income. Commission, by division 1, has tentatively found that 
the carrier had recapturable excess net railway operating in- 
come of $184,692.49 in the years 1921 to 1927, both inclusive, 
based on values, for rate-making purposes, of $1,250,000 in 
1921; $1,225,000 in 1922 and 1923; $1,240,000 in 1924; $1,310,000 
in 1925; $1,360,000 in 1926, and $1,380,000 in 1927. 

Finance No. 3641. Blytheville, Leachville & Arkansas 
Southern Railroad Co. excess income. Opinion No. F-4814, 180 
I, C. C. 750-61. The Commission, by division 1, has made final 
its tentative excess income report finding that the carrier did 
not receive excess net railway operating income in the period 
from March 1, 1920, to December 31, 1920, or for the calendar 
years 1921 and 1923, but that it did receive recapturable excess 
net railway operating income in the calendar years 1922 and 
1923, amounting to $15,152.62, based on values for rate-making 
purposes of $520,000 in 1922 and $510,000 in 1924. 


SUSPENDED TARIFFS 


In I. and S. No. 3752, the Commission has suspended from 
May 28 until December 28, schedules in St. Louis Southwestern 
of Texas, I. C. C. No. 459, and supplements thereto. The sus- 
pended schedules propose to establish arrangements for crack- 
ing, crushing, delinting or other manufacturing processes on 
cottonseed at points in Texas on the St. Louis Southwestern 
Railway Company of Txeas when the products are reforwarded 
via that line, which would result in reductions. 

In I. and S. No. 3753, the Commission has suspended from 
May 30 until December 30, schedules on eighteenth revised page 
31 of Southern Pacific, I. C. C. No. 4403. The suspended sched- 
ules propose to increase the rates 1%4 cents per 100 pounds on 
cement, in carloads, from Monolith, Colton and Crestmore, 
Calif., to Long Beach and Los Angeles Harbor, Calif., when for 
trans-shipment by water routes to destinations on the west 
coast of the United States. The following is illustrative, rates 
in cents per 100 pounds: 


To Long Beach and Los Angeles Harbor, Calif., from Monolith, 
Calif., present 6%, proposed 8; Colton,’ and Crestmore, Calif., pres- 
ent 5%, proposed 7. 


In I. and S. No. 3754, the Commission has suspended from 
June 1 until January 1 schedules in supplements 12 and 13 to 
Jones’ I. C. C. No. 2454. The suspended schedules propose to 
cancel rates applicable from stations on the Indiana Harbor 
Belt Railroad, on grain products and by-products, in carloads, 
to eastern and Canadian destinations via lake-and-rail and rail- 
lake-and-rail routes, which would force the use of higher com- 
bination rates on such traffic. 


DROUGHT RELIEF RATES 


Attorneys for the complainant in No. 24755, Henry C. Stuart 
vs. Norfolk & Western et al., in which the question was as to 
whether the complainant, a former governor of Virginia and 
alleged to be a wealthy farmer and stockman, was entitled to 
the drought relief rates made by the railroads in 1930, in 
answer to exceptions to the examiner’s proposed report filed by 
the railroads, declare that the regulation under which Stuart 
was denied the drought relief rates was arbitrary, unreasonable 
and illegal from every standpoint. They asked that the pro- 
posed report of Examiner Wilbur in their favor be approved. 
They said that the defendants had utterly failed to show any 
error in the recommendations of the examiner in favor of an 
award of reparation, on account of the discrimination against 
the former governor. 

The Stuart attorneys argued that even if damages were not 
recoverable the railroads were not entitled for that reason to 
a disimssal of the complaint. Section 13 (2) of the interstate 
commerce act, they pointed out, says “no complaint shall at 
any time be dismissed because of the absence of direct damage 
to the complainant.” They said the governor was entitled to 
a ruling from the Commission with respect to the lawfulness 
of the manner in which the railroads undertook to apply drought 
relief rates. They said there was no merit in the argument 
of the defendants that the complaint should be dismissed if the 
governor was found not to have suffered damages. 


CHANGES IN DOCKET 


I. & S. 3745 (1st supplemental order)—Granite and marble—New 


England to the west, was assigned for hearing June 2 at Burlington, 
Vt., before Examiner Mattingly. 

I. & S. 3742 (1st supplemental order)—Lime from, to and between 
the southwest, was assigned for hearing June 1 at St. Louis before 
Examiner Witters. 
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Traffic Management and Solicitation 


(By C. F. McTague, freight traffic manager, D. L. & W., before 
Academy of Advanced Traffic, New York) 


HAVE selected this dual title, “Industrial Traffic Manage- 
I ment and Traffic Solicitation,’ deliberately because I think 

I can develop a more inclusive picture; a study of one 
throws some illumination on the other. Traffic solicitation 
is related to and has its principal contacts with traffic manage- 
ment. My railroad connection may account for my conviction 
that traffic solicitation is and should be as representative a 
profession as industrial traffic management, 

Let us make a beginning and define the term “industrial 
traffic manager.” An industry is any department or branch of 
art, occupation or business, especially one that employs much 
labor and capital, so that an industrial traffic manager may 
have charge of traffic matters for a steel mill, a department 
store, a newspaper, and so forth. 

The first obligation of an industrial traffic manager is to 
acquire a familiarity with all the departments of his compaxy. 
Take, for instance, a manufacturing business; it will be neces- 
sary to be familiar with plant operation, the processes of pro- 
duction, the trade and technical terms, and how and to what 
they are applied; the nature and the range of raw products and 
of the manufactured output; the sources of supply and the 
plant requirements of inbound material and the volume and 
general distribution of the finished articles. With one industry 
you might be expected to know that cyanide is a compound of 
carbon and nitrogen with another element such as potassium, 
while cyanamid is a crystal substance produced by the action 
of ammonia gas on cyanogen chloride. In the dyestuff industry 
there are names of products that run up to thirty-six letters. 

The relationship of location of your plant or plants with 
the plants of competitors must be a matter of intimate knowl- 
edge in working out a proper relationship of rates which today 
is vital to the sales and purchasing departments. So far as 
getting rate adjustments is concerned, there are many stripes 
of industrial traffic managers. I recall with keen pleasure a 
most remarkable statement made by an industrial traffic man- 
ager at the close of the last hearing on I. C. C. Docket 17000, 
Part 6: 

I want no undue advantage over a competitor because I realize 
that our competitors have the same desire to live that we have. A 
satisfied competitor is an asset; a dissatisfied competitor is a menace 
to a whole industry. I want the carriers to have a living wage be- 
cause service, like other merchandise, costs money. What I do 
insist on and shall fight for is that my company be on a relative 
equality with our competitors in rates and service. 

One important item in checking freight rates is that it is 
not enough to check freight bills with tariffs. The tariffs them- 
selves should be studied to see that they are right as applied 
to the industry. 

In the matter of freight claims, it should be the practice 
to study each claim to see if the cause of the claim can be 
eliminated, rather than to make an effort towards a showing 
in the amount of money collected from carriers. This study 
should include better packing, stowing in car, the condition of 
cars as to refuse, projecting nails, bolts, etc. By cooperating 
with carriers to determine in a friendly way the cause of each 
particular claim, measures might be taken by shippers and 
consignees and the carriers to see if the cause of each par- 
ticular claim can be removed. 

An industrial traffic manager should have a working ar- 
rangement with railroad representatives that call on him, in 
order to distribute his working hours fairly to his own com- 
pany and to his callers. No calls should be permitted on Satur- 
day. To each of the local railroad representatives and to 
traveling freight agents, he should outline in a friendly way 
the necessity for short snappy visits. A capable chief clerk can 
often take many of these local calls. By this method more time 
can be allowed to an executive or a railroad traffic representa- 
tive of higher rank. 

For good business reasons, it is advisable that an indus- 
trial traffic manager maintain friendly relations with railroad 
representatives, for such a situation is positively helpful to 
both. The railroad representative has nothing to sell but him- 
self, but in doing that there are many ways by which he can be 
of definite value to the traffic manager. 

A traffic manager should be familiar with state and federal 
regulations affecting the transportation of his commodity, in 
order to avoid penalties. 

The preparation and handling of cases before the Interstate 
Commerce Commission requires long and specialized study, and 
in order to get a proper background some traffic managers have 
taken a night course in law and gained admission to the bar. 

Many industrial traffic managers command high salaries. 
It was said at one time that the Ford Motor Company paid their 


traffic manager sixty thousand dollars a year. A good may 
of these traffic managers have been graduated into more impy. 
tant executive positions with their company. Only recently , 
former traffic manager was made vice-president in charge y 
sales at a salary in excess of forty thousand dollars q yea 


Traffic Solicitation 


And now let us turn to traffic solicitation: 

A good solicitor is a good salesman, one who inspires co, 
fidence, not alone from his honesty but also from his knowledg 
of the value and merits of the service and facilities he is recom: 
mending. He studies the requirements of the various ling 
of trade he meets so that he may make seasonable suggestion; 
both to the public and to the road he represents, 

He must train himself to appreciate and put in practice th 
following ideas: 

Tell the truth. State the facts. Don’t misrepresent. Don; 
hedge—indefinite generalizations create in the listener a feg). 
ing of dissatisfied uncertainty as to your actual knowledge o 
ignorance of the subject in hand. 

Learn to say, “I don’t know.” Human nature rebels, squirm; 
evades. 
ourselves to the point where we admit honestly and freely, 
“T don’t know.” Paradoxical as it may seem, this simple state. 
ment usually creates in the listener a feeling of confidence ax 
dependency. 

Study the art of conversation. More than half of it consists 
in being a good listener. Never interrupt. Let the other party 
finish. Do not detour in conversation. Study brevity and direct 
ness. Never overstay a visit. 

Boost your competitors. Do it positively and cheerfully, 
not negatively and grudgingly. Nothing leaves a pleasanter jm. 
pression after an interview than this trifling detail. 

Never betray a confidence that may be reposed in you by 
telling one firm of a confidential business condition or the 
private affairs of another. 

Never overlook an opportunity to furnish a firm with 
legitimate information that may be of interest to it. While it 
may already have this information or while the information may 
not benefit it directly, the effort on your part will show an 
— that will not fail to improve your standing with this 
rm. 


Never hasten away from one town to another until you have | 


canvassed thoroughly all its trade. Frequently a number of 
small firms, even when their traffic in the aggregate may be 
much less than one or two large ones, is equally as valuable. 

Always be a gentleman in appearance and conduct. Do not 
offend by a display of superiority or conceit, remembering that 
you are not conferring favors but seeking them. 

A great deal depends on your office assistant in his personal 
contact with those that call at the office and in his handling 
of the telephone—intelligent, courteous, effective and prompt 


action on the telephone can bring as much businegs as direct | 


solicitation. 

Do not burden the world with your troubles. Make 10 
useless acquaintances. Be prompt in everything. Remember 
the names of the parties on whom you call. 

Ideal solicitation should include preparation, 
action, eternal vigilance. 

The American railroad system has become more and more 
complex with every decade and in order to meet the broadening 
demands for information from the public with whom we come 
in contact, it is highly essential that we spend considerable time 
in reading and study. A general knowledge of the Consolidated 
Classification and its rules; the Interstate Commerce Act; trai2 
schedules, particularly in freight service; the ability to read 
class and commodity tariffs, are all helpful. Read the Traffic 
World, The Railway Age and, from time to time, some standard 
works on traffic and transportation available in New York City 
libraries. 

The old railroad problem was real and it was serious. The 
new problem of the railroads if neglected or bungled will be 
come a threat to the commercial fabric of American civilization. 
Every employe of a railroad should be an active, intelligent and 
well informed member of the railroad firm he represents. 

Daniel Webster, when asked what was the most important 
thought that ever entered his mind, answered: “Individual re 
sponsibility.” 

To every man there comes a day when he must separate 
himself from others and act for himself alone. Success d¢ 
pends upon each individual knowing his part and doing it at 
the proper time. Compound your common sense, conscience a2 
strength and make it count, 

And bear in mind that fine sentence of Emerson: “Be 42 
opener of doors to those who come after you.” 


Only by constant effort and discipline can we brixf 
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Where Has the L. C. L. Tonnage Gone? (Part I) 


Many Elements Entering into Drop of 57 Per Cent in L. C. L. Tonnage of Railroads Between 1920 
and 1931—Hand-to-Mouth Buying and Increase in Production of Highly Manufactured 
Goods Suggest There Would Have Been Great Increase in Class of Shipments 
if Transportation Factors Had Remained Constant—Marketing and 
Transportation Changes Complement Each Other 


By HOMER H. SHANNON 


N effort to obtain exact information as to what has 
happened, in more than a statistical sense, to the less- 
carload merchandise business of the railroads produces, 
at first, little more than a conviction that there are few fields 
in which exact knowledge is as rare as in that of transportation. 
When the inquiry is pressed further, it seems to be clear that 
the question is unanswerable in any exact sense. Of half 
information, misinformation, and no information at all—in a 
variety of shades and 
expressions — there is 
plenty on this sub- 
ject, as on many other 
transportation sub- 
jects. This applies to 
statistical information 
as well as to other 
kinds, so far as the 
question as to what 
has become of the 
business formerly 
done by the railroads 
in small-lot shipments, 
lumped under the gen- 
eral heading of “less- 
carload freight,” is 
concerned. 
Statistically, it is 
not difficult to arrive 
at the information 
that the less-carload 
business performed by 
the railroads in 1931 
was, in tons of freight 
originated, only about 
43 per cent as large 
as in 1920—a drop of 
more than 57 per cent. 
That is enough to sug- 
gest that it may not 
be many years before 
someone will get the 
idea that, in order 
that the species may 
not be entirely lost, a 
less-than-carload ship- 
ment that moved by 
rail be put in a mus- 
eum and preserved. 
Actually, the situation may not be quite that bad. On the other 
hand, even a casual examination of statistical statements indi- 
cates that far-reaching changes in commercial and transporta- 
tion practices have taken place, when the intimate relationship 
between the railroads and past economic life of the country is 
recognized. 


Not only has a large part of the less-carload business 
formerly enjoyed by the railroads disappeared, leaving hardly 
any more clue as to where it went than the rabbit that went 
into the magician’s hat, but marketing changes and other facts 
indicate that, had the transportation factors remained constant, 
there would have been a great increase in that class of rail 
business in the ten-year period ending with 1929. The problem 
is really not so much what has become of the business that the 
railroads were doing in 1920 as what has become of the business 
they might have done in 1929. 


As to the accuracy and adequacy of available information 
on this or any other transportation subject, it is not unlikely 
that we are in a worse way today even than might be consid- 
ered normal. Not only are important and key facts shifting 
while we look at them, but accepted principles lose their ac- 
credited standing the moment we turn our back on them. 


a : Sg 
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the rail less-carload problem, 


equally 





The combination of modern concrete highways and motor equipment, such as 
shown above, are credited with responsibility for many of the troubles of the 
railroads, including their enormous loss of less-carload business. 
however, 
responsible for losses the railroads have suffered 
picture is of a truck-trailer unit used on an experimental transcontinental run 
transporting 21 tons of freight between Los Angeles and New York. 


Change is taking place in the field of transportation—in prin- 
ciple and practice—at a rate to please the most modern ap- 
petite. 

Except for current misinformation among the informed, 
it would perhaps be incorrect to refer to the “mystery” of what 
has become of the less-carload freight business formerly done 
by the railroads. Everyone who has considered the question 
knows that some of it has been taken by the trucks. Forward- 
ing companies or l. c. 
1. consolidators usual- 
ly are supposed to 
have played an im- 
portant part in this 
modern and huge 
scale disappearing act. 
Actual shrinkage, in 
the sense of a well 
going dry, is said to 
have accounted for 
much of the loss since 
the fall of 1929. Gen- 
erally speaking, those 
are the factors most 
often referred to in 
this connection. On 
the one hand, the rail- 
roads are said to have 
“lost out” to a com- 
petitor and, on the 
other, it is said that 
they are still getting 
the business but in a 
different form — little 
shipments have been 
turned into big ones 
—or the business just 
isn’t there. 


Many Elements in 
Problem 


SOF 





When one really 
gets at the problem, 
however, it is found 
to have nearly as 
many heads as any of 
the mythical monsters 
of antiquity. In the 
first place, it is im- 
mediately apparent that solution of the puzzle must take ac- 
count of the great increase in less-carload traffic that might 
have been expected to result from the growth of so-called hand- 
to-mouth buying, of which so much has been heard. Had the 
major transportation factors remained constant between 1920 
and 1929, it is reasonably certain that railroad less-carload 
business would have shown a marked increase as a result of 
the growing tendency of merchants, jobbers, and others to buy 
in small quantities. That there was a marked change of this 
sort is so well known that no argument is required. Stocks 
were reduced all along the line from the producer to the re- 
tailer and, in most lines, were replenished only as needed and 
in much smaller quantities than had been the practice in earlier 
years. Here, again, exact information is lacking. Just what 
the change that took place following the war, in the number 
and size of purchases, meant in terms of shipment required 
for a given volume of business has never been determined. 
Did it, as a result of hand-to-mouth buying, take twice as many 
orders to satisfy the requirements of a particular jobber or 
retailer doing a given business in 1928 as it did in 1918, or only 
half again as many? Was the average less-carload shipment 
in 1928 a third, or two-thirds, as large as that of 1918? Or 
what relationship did one bear to the other? 


Students of 
insist that there are other factors 
in this field. The 
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Such questions could not, of course, be answered without 
a great amount of research. Until that research has been 
made, it will be impossible to assign an exact value to the 
influence hand-to-mouth buying has had on the number and 
size of shipments that have been offered by shippers to the 
transportation agencies. 


Great Increase in Highly Manufactured Goods 


Another factor in the larger picture that might have led 
one to expect an increase in the volume of small-lot shipments 
moving by rail was the composition of the tonnage carried by 
the railroads—the nature and relative volume of the things 
carried. The principal heads under which carload freight traffic 
is reported are: products of agriculture, animals and products, 
products of mines, products of forests, and manufactures and 
miscellaneous. Of these, the heading, “manufactures and mis- 
cellaneous,” covers a class of shipments most nearly analogous 
to those moving in less-carload quantities. Generally speaking, 
the only difference in nature between the shipments classified 
under one or the other is a difference in the size of the lots 
tndered to the railroads. That being so, it would not be un- 
natural to expect that, when, relatively, shipments under one 
head increased, shipments under the other would also increase. 
That is true not only because, in a sense, less-carload ship- 
ments are drawn from the same general hopper as “manufac- 
tures and miscellaneous,” but also because goods of high value 
can better absorb high less-carload rates than goods of low 
value, and “manufactures and miscellaneous” are of the former 
character. The fact is, nevertheless, that, though there was a 
large increase, both relatively and actually, in the volume of 
manufactures and miscellaneous, the statistics just as truly 
show what everyone knows about the trend of less-carload 
shipments. Between 1920 and 1929, inclusive, tons of freight 
originated by the railroads under the heading of manufactures 
and miscellaneous increased 31 per cent; less-carload tonnage 
went down 32 per cent. 

In these two, then—a marked increase in the production 
of the class of goods that ordinarily supply the 1. c. 1. tonage 
and a decided growth in hand-to-mouth buying and incidental 
small lot shipment—had there been no other commercial or 
transportation changes at the same time, we had the condi- 
tions out of which would have come a great increase in railroad 
less-carload tonnage. Realization of that is essential to full 
appreciation of the statistical story of what has actually taken 
place. 

Short-Haul Traffic Gone 


As before stated, rail less-carload tonnage in 1931 was 57 
per cent less than in 1920. Somehow, the cold, mathematical 
statement seems inadequate to drive home the enormous change 
it represents. In elaboration, it may be said that the decline 
has taken place in the face of a more or less determined effort 
on the part of the railroads to stimulate business of this kind, 
frequently involving inducements to the shipper that would not 
have been considered a decade before. There may be those 
who think the railroads have not begun to fight for less-carload 
business, but the fact remains that shippers have had the best 
rail service they have ever known and that, since 1920, many 
concessions, of one kind or another, have been made that would 
have been regarded as radical in former years. An impressive 
presentation of the degree to which the 1. c. 1. business has 
left the rails was presented in the reopened hearing at Chicago 
in the Commission’s general investigation of western grain 
rates by J. A. Brown, assistant vice-president, traffic, of the 
Missouri Pacific. In the course of an extended account of in- 
roads on rail revenues by competing transportation agencies, 
he showed that the average haul on |. c. 1. traffic on the Mis- 
souri Pacific had increased from 195.2 miles in 1920 to 316.1 
miles in 1931. In the same period, according to his figures, the 
average haul on that railroad’s carload traffic had increased 
only 4.4 miles. The short-haul I. c. 1. traffic was almost entirely 
gone, he said. 

The Relative Picture 


In order to set off the situation as to less-carload traffic 
with respect to other aspects of the railroad business, it may 
be well to point out that total freight tonnage transported by 
the railroads increased (tons originated) approximately 7 per 
cent between 1920 and 1929. The entire freight transportation 
job performed by the railroads in 1931, as represented by rev- 
enue ton-miles, was only 24.6 per cent less than in 1920, as 
against the decrease of 57 per cent in 1. c. 1. tonnage. Revenue 
ton-miles in 1931 represented a decline of 35.4 per cent under 
1929, whereas, tons of less-carload freight originated in 1931 
were 37 per cent less than the tonnage originated in 1929. The 
picture is far from being one exclusively of the depression. 

It is, perhaps, interesting to note that the decline in less- 
carload business has been even greater than that in the rail 
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passenger business, which has received so much attention 
Revenue passenger miles performed by the railroads in 193) 
represented a decline of 53.3 per cent under 1920. The 193; 
decline under 1929, on this class of business, was 29.6 per cent 
A possible inference from the fact that the shrinkage in the 
passenger business during the depression has been far less thay 
that of the 1. c. 1. business might be that the long toboggay 
ride passenger revenues had taken was nearer an end at the 
time the depression came than was the case with less-carloaq 
business. 
Usual Explanations Inadequate 


Of the three factors already enumerated as commonly re. 
ferred to in explanation of the tremendous decline in the 1. ¢, |, 
business, it seems likely that only one can be shown to have 
had an unquestionable effect of sizable proportions. That js 
the increased use of the motor truck to perform distribution 
services previously performed by the railroads, or to perform 
services that would have been performed by the railroads but 
for the existence of the trucks and hard roads on which they 
operate. 

While the forwarding company and Il. c. 1. consolidator are 
essentially a development of the period since 1920, figures as 
to the tonnage they have transformed into carload shipments 
show that their part in the general picture has been relatively 
small. Reliable figures as to the volume of the forwarding 
business in 1929 indicate that it was not in excess of about 6§ 
per cent of the total less-carload business done by the railroads 
in that year. It is somewhat peculiar that one frequently hears 
the statement that, “if the figures were obtainable,” it would 
be seen that a large part of the 1. c. 1. business lost by the 
railroads has been taken from them by the forwarders. The 
fact seems to be that the figures can be had for the asking, 
and that they show nothing of the sort—even though the con. 
trary has become a kind of orthodox doctrine among people 
who presumbaly know about such things. More will be said 
about this later. 


As to the extent to which the depression is responsible for 
the decline in less-carload tonnage since the fall of 1929—the 
extent to which the well has run dry—there seems little pos- 
sibility of obtaining the facts. At least one man who should 
know something about the matter—B. R. Lawrence, vice presi- 
dent, United States Freight Company—has expressed the view 
that, “if the truth were known,” there is more 1. c. 1. business 
moving today than there was in 1929. The trouble is that the 
statistics, set up as they are, do not show it. Mr. Lawrence 
explained that what he meant was that the people who order 
goods had gone in for hand-to-mouth buying with a vengeance 
since the fall of 1929 and that, though there was a much 
smaller volume of goods moving, it was broken into more parts 
and the number of shipments of less than carload size was, 
more than likely, greater than two or three years ago. How 
this might be will, perhaps, become a little clearer when we 
get to the point of discussing the part that development of 
shipper “technique” has played in the disappearance of the 
less-carload business. 


TRANSPORT AND ECONOMY BILL 


The Senate appropriation committee has reported its 
economy Dill. providing for reorganization of the Shipping Board 
by reducing the number of members from seven to three instead 
of to four as provided in the bill as it passed the House. The 
Senate bill reduces the salaries of members of the board, the 
Commission and the Board of Mediation from $12,000 to $10,000, 
effective July 1, 1932. A 10 per cent cut in salaries of govern: 
ment employes, with no exemptions, provided for in the Dill, 
also will apply to the reduced permanent salaries of the com- 
missioners. The bill also makes $10,000 the maximum salary 
for any official of the Shipping Board Merchant Fleet Cor- 
poration. 


VESSELS ADDED TO MERCHANT MARINE 


Four new vessels of 32,034 gross tons were added in May 
to the seagoing merchant vessels of 500 gross tons or over 
under the American flag, according to Commissioner Arthur J. 
Tyrer, of the Commerce Department’s Bureau of Navigation. 
In the same period, seven vessels of 15,709 gross tons were 
subtracted from the merchant marine, leaving a net gain of 
16,325 gross tons to the American merchant fleet in May. 

The new vessels added were the Monterey, 18,017 gross tons; 
Saint John, 6,185 gross tons; Darien, 3,916 gross tons, and Mameéi, 
3,916 gross tons. : 


The only large vessel subtracted from the merchant marine 
was the 33-year-old President Fillmore of 9,699 gross tons, which 
was scrapped by the Shipping Board, 
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OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


HE full cargo trades have continued their dullness in the last 

few days. Grain cargo rates remained at the new low to 
which they recently dropped, a recent fixture of a Norwegian 
steamer for 36,000 quarters for June being accomplished on the 
basis of 744 cents for one, 8 cents for two and 8% cents for 
three ports in the Bordeaux-Dunkirk range from Montreal with 
option for Antwerp-Rotterdam at 6% cents for one and 7 cents 
for two ports of discharge. Freight brokers offer no encourage- 
ment for any immediate improvement. 

Charterers of transatlantic sugar tonnage continued to en- 
gage vessels. Rates in this trade are indicated by two fixtures 
from Cuba to United Kingdom-Continent, one for the middle of 
June for a 4,300-ton steamer cn the basis of 14 shillings, option 
Santo Domingo loading at 13 shillings, and another for July, a 
6,700-ton vessel, also on the basis of 14 shillings. 

The time charter market has failed to produce anything of 
interest, chartering being confined to a few vessels for the West 
Indies trade. There were no fixtures in either the coal or lum- 
ber trades. 

In the tankers trade an 8,500-ton motorship was engaged for 
clean oil from the Gulf to United Kingdom-Continent on the 
basis of 9 shillings with option Rio de Janeiro at 10 shillings 3 
pence or Buenos Aires at 12 shillings 6 pence for June-July. 

A new service from Hampton Roads to the east coast of 
South America is announced by the Mooremack Lines. It is 
expected that it will be on a bi-monthly basis. 

Offices of the Oriole, Yankee and American Hampton Roads 
Lines in New York have been consolidated. 

Representatives of port and commercial organizations of 
New York, Philadelphia, Baltimore, Camden, Albany and, Brook- 
lyn held a meeting May 27 at the rooms of the Merchants’ Asso- 
ciation of New York to discuss protection of the import and 
export trade of the North Atlantic ports against inroads by 
Southern ports, which are favored under proposed new rates:on 
rail traffic between the middle west and the southern ports. 
William H. Chandler, manager of the traffic bureau of the Mer- 
chants’ Association, presided at the meeting, which was held in 
order that the North Atlantic ports may present a united front 
at the hearing on the proposed rates before the Commission in 
Washington June 6. 

A bill passed by the Peruvian Congress increases the con- 
sular invoice fee on parcel post shipments to Peru from 38 to 5 
per cent ad valorem, based on the f. o. b. value and the fee for 
the issuance or visa of ships’ bills of health from $3 to $6. The 
date the bill will be promulgated and the date it will become 
effective are not yet known. 

The United Fruit Company announces that the new liner 
Quirigua, the fourth of the new liners built in the last two years, 
will sail from New York on her maiden voyage June 9. The 
Quirigua, which is of 7,000 gross tons, will enter the New York- 
Cuba-Canal Zone-Costa Rica service. 

Apple shippers in the Pacific Northwest have appointed a 
committee to negotiate for the establishment of a refrigerator 
service between the Pacific and Atlantic coasts for the trans- 
portation of apples. Several movements for refrigerator service 
in the intercostal trade have been made in the last few years, 
but have failed because of inability of shippers to give assurance 
— cargo to warrant installation of the necessary equip- 

Application of James A. Wilson for an injunction to restrain 
the plans for consolidation of the Dixie Steamship Company 
with Lykes Bros.-Ripley Steamship Company has been denied 
by the federal court in New Orleans. 

The American-Hawaiian Steamship Company announces 
that, effective June 13, westbound intercoastal service will be 
established from Port Newark, N. J., with sailings Monday of 
each week. Newark Seaboard Terminal will be used. 


PORT OF CLEVELAND 
The Board of Engineers for Rivers and Harbors of the 
War Department and the Bureau of Operations of the United 
States Shipping Board have announced the release of a new 
publication on the port of Cleveland, Ohio. The volume, issued 
as No. 5 of the Lake Series, contains the results of a compre- 
hensive investigation conducted by representatives of these two 
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government agencies into the various phases of shipping through 


this Great Lakes port. In a summary the War Department says: 

The study reveals the port of Cleveland as one of the outstand- 
ing Great Lakes ports for the transhipment of lake cargo coal, due 
to its excellent facilities and close proximity to the great bituminous 
fields. The port has a total of 46 waterfront facilities which are 
utilized in the movement of lake commerce, of which 13 are located 
on Lake Erie, 7 on the Old River and 26 on the Cuyahoga River. 
Although the majority of the port’s facilities are intended for private 
use in the conduct of their owners’ business operations, some are 
available for public use by special permission. Cleveland is an im- 
portant industrial and manufacturing city and a number of its 
facilities are designed especially for the purpose of receiving raw 
materials, such as iron ore, or for shipping manufactured iron and 
steel and products. 

From the standpoint of volume of tonnage handled by Great 
Lakes ports, Cleveland with a total of 16,858,712 tons in 1929 and 
11,950,493 tons in 1930, was exceeded only by the ports of Duluth- 
Superior, Buffalo, Chicago and Toledo. The tonnage in 1930 was 
comprised of 9,620,383 tons of receipts, 2,198,206 tons of shipments, 
and 131,904 tons of local traffic. During the ten-year period 1920- 
1929 the waterborne traffic at Cleveland averaged 12,219,249 tons per 
year, and consisted principally of low grade bulk commodities such 
as iron ore, coal and coke, limestone, sand and gravel, although the 
movement of automobiles and of manufactured iron and steel arti- 
cles has shown a substantial increase during the latter years of 
the period. 

As at other prominent lake ports engaged in handlin 
umes of bulk freight, the majority of steamship services offered 
are those of the contract bulk freight lines and the private bulk 
freight carriers. These lines are generally maintained as adjuncts 
to the iron, steel and coal industries. Seven steamship lines serve 
the port in the general package freight and passenger service, and 
there is a barge line offering general freight service. One of the 
steamship lines is listed as a passenger line, 3 as freight and pas- 
senger, and 3 as automobile carriers. The report also shows that 
Cleveland is servied by 6 important railway systems, 2 terminal 
lines and 1 belt line railway. Service is afforded to all interior 
points either through the lines of these carriers or by connections 
with other systems. 


O’CONNOR AND SHIP LOANS 


Coupling the issue that has been raised with respect to 
low interest rates on government shipbuilding loans under the 
Jones-White merchant marine act of 1928 with the nomination 
of Chairman O’Connor, of the Shipping Board, for reappoint- 
ment, Senator McKellar, of Tennessee, has expressed the hope 
that some member of the commerce committee will ask that 
the nomination be re-referred to the committee for its considera- 
tion in connection with a statement prepared by John Nicolso4, 
formerly an official of the Shipping Board, showing the interest 
rates. The committee recently approved the nomination which 
has been held up in the Senate at the request of Senator 
McKellar. 

In a statement supplementing the Nicolson compilation, 
published in the Congressional Record of May 27, appears the 
following: 


large vol- 


The total amount of loans made at interest rates ranging from 
one-fourth per cent to 3% per cent, exceeds $111,250,000. 

The loss to the United States on interest account alone, for these 
loans, will be: (a) When compared with 3% per cent rate, now 
prescribed as a minimum, over $18,000,000; (b) when compared with 
0.039 per cent, the average interest cost of the public debt of the 
United States, it will exceed $22,000,000. 

These interest rates were one-fourth per cent, three-eighths 
per cent, one-half per cent, seven-eighths per cent, 1 per cent, 1% 
per cent, 1% per cent, 1% per cent, etc. The record reveals the 
public officials concerned recognize that Congress never intended 
the grant of such low rates; and that (if these rates are legal) the 
United States is therefore the victim of complex language and highly 
technical rules a its application. 

Basis of such rates: It is claimed that the use of such low rates 
was due solely to that language of the law (Sec. 301d m: m. act 
1928), reading: ‘‘During any period in which the vessel is operated in 
foreign trade the rate shall be the lowest rate of yield * * * of any 
government obligation * * * outstanding at the time the loan is 
made by the board.” 


The Nicolson compilation shows the following as to loans 
and the rates of interest charged by the Shipping Board: 

Dollar Steamship Lines, July 10, 1931, $5,287,500 for 20 
years at one-fourth per cent interest; Export Steamship Cor- 
poration, August 4, 1931, $1,705,000 for 20 years at three-eighths 
per cent interest; Oceanic Steamship Corporation, April 29, 
1932, $5,850,000 for 20 years at three-eighths per cent interest; 
Export Steamship Corporation, June 4, 1931, $1,725,000 for 20 
years at one-half per cent interest; United States Lines, con- 
tract, May 24, 1930, $7,875,000 for 20 years at one-half per cent 
interest; United States Lines, contract, May 24, 1930, $7,875,000 
for 20 years at one-half per cent interest; Motor Tankship Cor- 
poration, February 11, 1931, $1,260,900 for 20 years at seven- 
eighths per cent interest; Dollar Steamship Lines, October 1, 
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1931, $5,287,500 for 20 years at one per cent interest; Export 
Steamship Corporation, January 15, 1931, $1,725,000 for 20 years 
at one and one-quarter per cent interest; New York & Puerto 
Rico Steamship Co., February 20, 1931, $1,896,000 for 20 years 
at one and one-quarter per cent interest; Export Steamship 
Corporation, December 18, 1930, $1,725,000 for 20 years at one 
and one-half per cent interest; Motor Tankship Corporation, 
June 13, 1930, $1,260,900 for 20 years at one and seven-eighths 
per cent interest; Oceanic Steamship Co., December 14, 1931, 
$5,850,000 for 20 years at two per cent interest; Tidewater 
Associated Transportation Co., September 15, 1930, $1,301,000 
for 20 years at two and three-eighths per cent interest; Motor 
Tankship Corporation, May 16, 1930, $1,260,900 for 20 years at 
two and three-eighths per cent interest; Atlantic, Gulf & West 
Indies Lines, November 21, 1930, $3,262,500 for 20 years at two 
and three-eighths per cent interest; Bulk Transportation Co., 
November 7, 1930, $396,750 for 15 years at two and_ three- 
eighths per cent interest; Dollar Steamship Lines, May 6, 1930, 
$225,000 for 15 years at two and five-eighths per cent interest; 
Grace Steamship Co., April 1, 1930, $2,454,750 for 20 years 
at two and three-quarters per cent interest; Atlantic Gulf & 
West Indies Lines, August 15, 1930, $3,262,500 for 20 years at 
two and seven-eighths per cent interest; American Tankers 
Corporation, August 16, 1930, $422,150 for six years at two and 
seven-eighths per cent interest; Tidewater Associated Trans- 
portation Co., August 15, 1930, $1,301,000 for 20 years at two 
and seven-eighths per cent interest; Dollar Steamship Lines, 
April 22, 1930, $336,000 for five years at two and seven-eighths 
per cent interest; Baltimore Mail Steamship Co., contract, Sep- 
tember 11, 1930, $6,520,000, for 20 years at three per cent in- 
terest; United Fruit Co., contract August 5, 1930, $12,808,750 
for 20 years at three per cent interest; Motor Tankship Cor- 
poration, contract August 15, 1930, $6,328,000 for 20 years at 
3 per cent; Motor Tankship Corporation, December 26, 1929, 
$1,260,900 for 20 years at three and one-eighth. per cent interest; 
Motor Tankship Corporation, February 27, 1930, $1,260,900 for 
20 years at three and one-eighth per cent interest; American 
South African Line, January 16, 1930, $1,350,000 for 20 years at 
three and three-eighths per cent interest. 


Senator McKellar, who has been ill, had the data put in 
the Record by Senator Bratton, and sent with the data a state- 
ment in which he said in part: 


In this connection I beg to say that Mr. Nicolson, from the 
records of the board, shows the enormous loss to the government 
of loans made by the board at such rates as one-fourth of a per 
cent, three-eights of a per cent, one-half of a per cent, seven- 
eighths of a per cent, and 1 per cent, and other exceedingly small 
interest rates, such losses aggregating, on a computation on a basis 
of 3% per cent paid by the government, the enormous sum of 
$18,000,000, and when compiled with a 0.039 per cent average interest 
cost of the public debt of the United States the loss will exceed 
twenty-two billions of dollars. 

This is a very carefully prepared statement. It gives the exact 
figures taken from the records. It shows that the pretended low- 
est interest rate was not followed by the board itself; that it was 
not necessary to make any such loans; that it was tremendously 
detrimental to the United States that such loans were made; that 
the loans at such rates were indefensible, and, in my judgment, no 
member of the board who was a party to the granting of such 
loans at such interest rates should be reappointed to the board or 
confirmed again by the Senate. 

I invite the especial attention of every senator to this very 
remarkable statement taken from the records, not only to be ex- 
amined by senators with respect to remedial legislation but also 
in connection with their votes on the confirmation of any member 
of the board responsible for such rates who may be up for con- 
firmation. In my judgment, no member of the board who was re- 
sponsible for these rates, directly or indirectly, should be confirmed 
by the Senate. 

I again call the special attention of senators to this statement, 
in view of the fact that Chairman T. V. O’Connor has been again 
renominated by the President and his nomination favorably reported 
by the committee and now on the calendar. I have asked that this 
nomination be held until I could be heard in the matter. I hope 
that some member of the commerce committee, in view of this re- 
markable record, will ask that the nomination be re-referred to the 
committee for its consideration in connection with this statement. 


In behalf of Chairman O’Connor it was stated at the Ship- 
ping Board that he had consistently opposed the granting of 
low interest rates on ship construction loans. It was stated 
that the low rates were granted because the law was construed 
as requiring the board to apply the rates certified by the Sec- 
retary of the Treasury as the lowest yield on government obli- 
gations. Short term obligations have borne a very low rate 
‘of interest, but the Attorney General, it was said, ruled that, 
under the law, before it was changed in February, 1931, to pro- 
vide for a minimum rate of 3% per cent on ship loans, the 
rates on the short term obligations had to be applied to the 
ship loans. 

Notwithstanding the low rates applied on some loans, it 
was stated, the average return to the government on the ship 
loans was around 4% per cent, due to the fact that a number 
of the loans bore the coastwise rate of 5% per cent. Ships 
used in the ceastwise trade must pay 5% per cent interest while 
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ships used in the foreign trade are accorded lower rates. Hoy. 
ever, some of the ships that were built for use in foreign trag, 
are used partly in intercoastal or coastwise service and while 
in that service they must pay the rate of 5% per cent interes 
The result is, it was explained, that the average yield on th, 
loans was considerably higher than might be expected in the 
light of the low rates on some of the loans. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with sectioy 
15 of the shipping act of 1916 were approved by the Shipping 
Board June 1: 


Greek Ports and United States North Atlantic Ports (178):— 
Agreement between Cosulich Line, Fabre Line and Greek Line. The 
agreement is for the purpose of coordinating itineraries, fares 
and commissions and apportionment of traffic in connection with 
transportation of passengers between Greece and North Atlantic 
ports of the United States. The minimum passage fares east. 
bound and westbound to be maintained by the parties and the 
commissions to be paid to agents are to be as_ unanimously 
agreed upon by the lines from time to time. The minimum nun- 
ber of sailings in the trade by each of the parties is to be upon 
the basis set forth in the agreement and the total passenger 
traffic carried by the three lines is to be apportioned in accord. 
ance with the percentages specified therein. The apportion. 
ment of a carrier failing to maintain the agreed minimum nun. 
ber of sailings is to be reduced accordingly, but a carrier main- 
taining more than the minimum number of sailings will not he 
entitled to a higher percentage of the traffic. A line carrying 
in excess of its allotted apportionment of the traffic must com. 
pensate the short carrying line or lines in accordance with 
schedule of provisional compensation set forth in the agree. 
ment. Each member line is to make a deposit as a guarantee 
for the faithful performance of the agreement. . Willful viola- 
tion of any article of the agreement is to subject the offending 
carrier to a penalty and provision is made for arbitration of 
disputes or claims arising under the agreement. The agree- 
ment is to remain in effect to December 31, 1932. 

1962—American-Hawaiian Steamship Company with General 
Motorship Corporation: Through billing arrangement covering 
shipments from Pacific Coast loading ports of American-Hawaiian 
Steamship Company to Chicago, Cleveland, Detroit, Milwaukee, 
Toledo and Duluth, ports of call_of General Motorship Corpora- 
tion, with transhipment at New York. Through rates’ are to be 
the combination of the local rates of the participating carriers. 


Agreements Modified 


409-2—America France Line, Compagnie Generale Transat- 
lantique and Baltimore Mail Steamship Company with United States 
Lines: Modifies agreement between America France Line, Bal- 
timore Mail Steamship Company and Campagnie Generale Trans- 
atlantique whereby these carriers agree to observe uniform 
minimum freight rates in connection with transportation to 
French Atlantic ports. By the modification it is proposed to in- 


clude the name of the United States Lines as a participating | 


carrier in the agreement on file. 


-743-1—Compania Espanola De Navegacion Maritima, S. A. r 


and Ybarra Line with the New York and Porto Rico Steamship 
Company: Modifies agreement between The New York and Porto 
Rico Steamship Company and Ybarra Line, covering through 
shipments between designated Italian and Spanish ports and Porto 
Rico, with transhipment at New York. The modification provides 
for the recording of the Compania Espanola de Navegacion Mar- 
itima, S. A. (Gardiaz Line) as a participating carrier in the 
agreement on file in place of Ybarra Line. 

1610-1—CCompania Espanola De Navegacion Maritima, S. A. 
and Ybarra Line with Dollar Steamship Lines, Inc., Ltd.: The agree- 
ment which is modified is between Dollar Steamship Lines, Inc, 
Ltd., and Ybarra Line and covers through shipments of canned 
goods and dried fruit from Pacific Coast ports of call of Dollar 
Line to Spanish ports, with transhipment at New York. The 
purpose of the modification is to record participation of Com- 
pania Espanola de Navegacion Maritima, S. A. (Gardiaz Line) in 
the agreement on file in place of Ybarra Line. Y 

1472-1—Seatrain Lines, Inc., with Luckenbach Gulf Steamship 
Company, Inc.: Modifies agreement between Luckenbach Gulf 
Steamship Company, Inc., and Over-Seas Railways, Inc., covering 
through shipments of canned goods, dried fruit, beans and_peas, 
newsprint, wrapping and printing paper and flour from Pacific 
Coast ports of call to Havana, with transhipment at New Orleans. 
The purpose of the modification is to record Seatrain Lines,, Inc., 
as a riba are carrier in this agreement as successor of the 
Over-Seas Railways, Inc. 

_ 1680-1—Seatrain Lines, Inc., with Luckenbach Gulf_Steam- 
ship Company, Inc.: Modifies agreement between Luckenbach 
Gulf Steamship Company, Inc., and Over-Seas Railways, Inc., cov- 
ering through shipments of lumber from Pacific Coast terminal 
ports to Havana, with transhipment at New Orleans. The pul- 
pose of the modification is to record Seatrain Lines, Inc., as 4 
participating carrier in this agreement as successor of the Ovel- 
Seas Railways, Inc. 


SHIPMENTS TO PANAMA 


The Ministry of Finance of the Government of Panama has 
ruled that merchandise consigned to Canal Zone ports “f0 
orders” may now enter the Republic of Panama without penalty 
when the shipments are accompanied by a Panaman consulat 
invoice, according to a radiogram to the Department of Com 
merce from Assistant Trade Commissioner Cyril A. Crilley, 
Panama. 

Double import duties and consular fees will therefore not 
be assessed on such goods when entering the Republic o 
Panama, as had been previously provided by an executive decteé 
which was to have become effective on May 15, 1932. 
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June 4, 1932 


June 4, 1992 The Traffic World 


OPERATION OF BOSTON ARMY PIERS 


The Trafic World Washington Bureau 


The Shipping Board has before it the question of whether 
it will ask for bids for the leasing to private interests of the 
army base terminal at Boston, Mass., which is being operated 
pv the board’s agency, the Merchant Fleet Corporation, as the 
result of extensive hearings on a petition of the Boston Port 
Authority for private operation of the terminal. (See Traffic 
World, May 28, pD. 1156.) 

Johnston B. Campbell, representing the Boston Port Au- 
thority, said the port authority asked that the property be 
leased for private operation, that the lease be put up for com- 
petitive bidding, and that lease be made for operation of the 
pase to the highest and best responsible bidder. 

The case of the petitioner was outlined by Richard Park- 
hurst, of the Boston Port Authority, who said that the army 
pase should be privately operated for the following reasons, 
among others: 


The army base terminals in Brooklyn, Philadelphia and Norfolk 
are leased to private commercial operators and are put to the fullest 
use in order to attract business in these ports. p 

By having the Boston army base in the hands of a private com- 
mercial operator, the port of Boston will be placed on a more favor- 
able basis with respect to competing ports. Naturally the govern- 
ment as operator of the terminal cannot favor one port over another. 
The Boston army base has splendid facilities for storage in transit 
which allow for the economical handling of cargo direct from end 
of ship’s tackle into storage space. ; 

It is our understanding that the Shipping Board desires, at the 
earliest possible date, to withdraw from shipping and terminal opera- 
tions. The Shipping Board has sold most of its steamship lines to 
private operators. The board also has leased for private operation 
its army bases at competing ports, so that leasing the Boston army 
base for private operation would appear to be in line with its evidenced 
and determined policy. 

Lease of the army base for a stated period of years would relieve 
the uncertainty as to future use, policies and management of the 
terminal and enable long-term arrangements, such as, for example, 
berthing of steamers to be put into effect for the bringing of new 
business to the port. The tone of the port in the eyes of the 
shipping and traveling public would undoubtedly be raised. 


R. Granville Curry entered appearances for C. C. McChord, 
Frederick M. Dolan and himself in behalf of a Boston group 
of business men headed by Gerrit Fort favoring private opera- 
tion of the base. 

Letters from Governor Ely, of Massachusetts, and Mayor 
Curley, of Boston, in support of the Boston Port Authority’s 
petition were submitted to the board. Representative Dallinger, 
of Massachusetts, also appeared in support of the petition. 

Commissioner Smith, of the board, remarked that the board 
had on more than one occasion leased the property and had had 
a great deal of experience along that line. Mr. Dallinger said 
conditions were different now and that Boston business inter- 
ests would like to have private operation tried again. Senator 
Coolidge, of Massachusetts, by letter, also supported the pe- 
tition. 

A letter from Mr. Parkhurst, under date of March 25, to 
the board, in which criticism was made of the government op- 
eration of the terminal, and a reply thereto by President Elmer 
E. Crowley, of the Merchant Fleet Corporation, were discussed 
at considerable length. 


“We are perfectly satisfied that the piers have been operated 
to the best of our ability; whether some private individual could 
operate them better and turn more money into the government 
is a question that we have got to decide later,” said Chairman 
O’Connor. 

Walter W. McCoubrey, manager of the traffic department 
of the Boston Port Authority, said the present type of operation 
of the base was not conducive to furthering the best interests of 
the port of Boston, because governmental operation had not 
proved in the past to carry with it all the benefits that were 
claimed for it and in comparison with private operation of any 
enterprise it suffered. Private commercial operation of the 
Boston terminal was the best type of operation to attract addi- 
tional business to the port, said he. 

“These army base piers at other ports are leased to the 
Atlantic Tidewater Terminal Co., which is controlled by Mr. 
Harvey Miller, of Philadelphia, Pa.,” said he. “These piers are 
all operated on a competitive basis with other terminals in 
their respective ports. These terminals are under independent 
management, and each exclusively solicits business for move- 
ment through the port at which it is located. 

“For example, The Traffic World of May 7, 1932, carries 
a full page advertisement of the Norfolk Tidewater Terminal. 
These terminals all maintain an active corps of solicitors, who 
do all possible to secure business for handling through the 
individual ports. These army base piers not only provide dock- 
age for steamers but also do considerable storage. It is our 
understanding that no restriction in any way is made in the 
leases covering these terminals. It can be seen that the port 
of Boston is placed under a serious handicap when its army 
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base is not operated by commercial interests who are actively 
engaged in securing business for the port of Boston.” 

Letters from steamship agents, freight forwarders, customs 
brokers and large shippers favoring lease of the terminal to 
private operators were submitted. 

Other witnesses who appeared in support of leasing to 
private interetss included John B. Leonard, representing John 
G. Hall & Co., Inc., Boston; George L. Anderson, representing 
Boston Wool Trade Association; Francis J. Dowd, transporta- 
tion manager of the Associated Industries of Massachusetts; 
James E. McGrath, assistant to general traffic manager of the 
New Haven railroad; Walter E, Doherty, owner of John A. 
Conkey & Co., customs brokers, and Andrew L. O’Toole, repre- 
senting the Boston Grain and Flour Exchange, Inc. 

Mr. Campbell submitted a letter from Herbert G. Perry, 
of Boston, president of A. W. Perry, Inc., representing a group 
of Boston business men ready to bid for a lease of the property 
for five or seven years. 

Mr, Fort, chairman of the Maritime Association of the Bos- 
ton Chamber of Commerce, said he was associated with a group 
of business men of Boston who would like to obtain control of 
the base. 

Commissioner Denton said he wished the record to show 
that the Shipping Board was on record as being unqualifiedly in 
favor of private operation and that its purpose was to get the 
base into private hands. He said the record should show that 
the board was not against private operation. He expressed 
interest in testimony indicating that responsible interests were 
prepared to make an offer to lease the property. 


Position of Warehousemen 


Samuel J. Spear, president of the Master Warehousemen’s 
Association of Boston, and appearing also as vice-president of 
the American Warehousemen’s Association, merchandise divi- 
sion, commended the Fleet Corporation’s operation of the base. 
He added that he had no sound reason to object to private opera- 
tion of the base but thought it wise to defer leasing of the 
property under present conditions. He said the warehousemen 
unalterably opposed use of the army base for competitive 
storage. 

Charles E. Nichols, director of the Merchants Warehouse 
Co., Boston, said he opposed competitive use of government 
property whether leased or not. 

E. D. Codman, representing National Docks, Boston, said he 
was opposed to any leasing of the army base and that he was 
opposed to use of the base for wool storage. 

H. H. Wiggin, president of Wiggin Terminals, Inc., Boston, 
said if the property were leased the rental should be made at 
a figure that would correspond with properties now in existence. 

Leland Powers, counsel for the Massachusetts Warehouse- 
men’s Association, said his asociation favored continued opera- 
tion, under present conditions, by the Shipping Board. He said 
the base was satisfactorily operated by the government agency. 
He said if the property were leased at prices that would mean 
fair competition with the warehouses “we would not have a 
word to say,” but that “nobody would pay that price.” 

Commissioner Smith put in the record a number of letters 
from Boston commending operation of the base by the Fleet 
Corporation. 


INTERCOASTAL REGULATION 


Without objection, the Senate, June 1, passed S. 4491, the 
intercoastal regulation bill recently reported by the Senate com- 
merce committee, which gives the Shipping Board increased 
power over rates of intercoastal steamships (see Traffic World, 
April 30, page 951). The measure now goes to the House for 
consideration. 


PORT OF CHICAGO 


“In view of the international exhibition to be held at Chi- 
cago in 1933, the publication of a book on the port of Chicago 
by the Board of Engineers for Rivers and Harbors of the War 
Department in cooperation with the Bureau of Operations of 
the United States Shipping Board is opportune,” says the War 
Department. “To those associated with shipping the informa- 
tion contained in this volume will be both interesting and in- 
structive, since it not only gives detailed information relative 
to the facilities for waterborne commerce, but also regarding 
the railroads centering at Chicago and their relationship to 
traffic by water. 

“This publication, which is issued as Lake Series No, 4, is 
one of a series of similar reports covering the major ports of 
the Great Lakes as well as the seaboard ports of the United 
States.” Continuing, the department says: 


Among the subjects discussed in the report for Chicago are the 
port and harbor conditions, and the works of improvement in the 
past and at the present time. Information is given as to local regu- 
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lations and port administration, various port services and charges, 
ineluding pilotage, dockage, wharfage, labor, etc. Detailed descrip- 
tions are given of the piers, wharves, grain elevators, storage ware- 
houses, and vessel repair facilities at the port, and the steamship 
lines making Chicago a port of call are listed. 

The waterborne traffic of the various sections of the port is pre- 
sented in tables covering the ten-year period 1920-1929, and the origin 
of the receipts and destination of the shipments for 1929 are shown 
in beth tabular and graphic form. During the ten-year period 1920- 
1929 the traffic of the port averaged 13,846,853 short tons as against 
11,500,000 tons for the decade 1910-1919, 10,043,000 tons for the decade 
1900-1909, and 9,698,000 tons for the period between 1890 and 1899. 
These figures show a constant increase for the port notwithstanding 
the fact that considerable through traffic formerly handled at the 
port has been diverted to Atlantic and Gulf ports. These increases 
are attributable to the larger amounts of bulk commodities, such as 
iron ore, coal, coke and limestone, that are received by the iron, 
steel and cement plants located at Calumet or South Chicago, and 
also to the increasing receipts of sand and gravel in both Chicago 
and Calumet Rivers. 

Because of its geographical location and its proximity to a large 
and populous area, the port of Chicago has enjoyed certain advan- 
tages over other ports on the Great Lakes in the past. These ad- 
vantages will be enhanced after the completion of the Illinois water- 
way, when the port will become a gateway for the traffic from lake 
ports to points in the Mississippi River valley system and to the 
overseas port of New Orleans. 


SHIPPING BOARD BILLS 


Opposition to S. 4214 and H. R. 8029 has been expressed by 
the Martime Association of the Boston Chamber of Commerce, 
through approval of the report of a special committee. The 
report has also been approved by the directors of the Chamber 
of Commerce. S. 4214 provides for abolishing the United States 
Shipping Board and the Merchant Fleet Corporation. H. R. 8029 
calls for a reorganization of the duties of the Shipping Board 
and transfer of its operating duties to the Department of Com- 
merce, 

The two bills are opposed, according to the report of the 
special committee, because it is believed that, “while the objec- 
tives and economies sought by this proposed legislation merit 
serious consideration, they should and may be attained by the 
adoption of a more drastic and comprehensive policy.” 

Four principal reasons are outlined as to why the bills 
should be opposed. It is asserted that “a more definite stand” 
should be taken with respect to the government getting out of 
the shipping business. A definite program providing for that 
within a period of three years after January 1, 1933, should be 
set up, according to the report, and the Board should “promptly” 
dispose of all idle tonnage, either through sale or by scrapping. 

Under such a policy, it is stated, nothing would be gained 
by transferring the operating functions of the Shipping Board 
to the Department of Commerce, as the Board’s organization 
could “undoubtedly” operate more economically for the limited 
period of three years than a new organization that would have 
to be set up if the transfer were made. It is further asserted 
that, at the conclusion of the three-year period, all remaining 
administrative powers of the Shipping Board should be trans- 
ferred to the Department of Commerce and the Board might be 
continued purely as a regulatory body. 

In that connection, it was recommended that a thorough 
survey of the entire problem of regulation be undertaken, “so 
far as federal authority extends, of all forms of transportation— 
rail, highway, water, air, or otherwise—in order to determine 
through what governmental agency or agencies, whether now 
in existence or to be created, such regulation may be most 
efficiently, wisely, and economically accomplished.” 


SOUTH AFRICAN CASE OIL RATES 


In support of a proposition that the Shipping Board should 
dismiss the complaint in No. 72, The Atlantic Refining Co. vs. 
Ellerman & Bucknall Steamship Co., Ltd., et al. the brief in 
behalf of all the respondents calls attention to the differences 
in service performed in taking case oil from New York harbor 
points and from Philadelphia to South African ports. The com- 
plaint alleges discrimination against the Atlantic Refining Co. 
in shipments from Philadelphia in favor of its competitor, 
Vacuum Oil Co., or its selling agency, Vacuum Oil Co. of South 
Africa, Ltd., by reason of a difference in rates of 5.75 cents in 
the period covered by the complaint, namely, two years before 
the filing date. 

The brief says Point Breeze, Philadelphia, the shipping 
point of the complainant, is ten or twelve miles, by water, from 
the general cargo wharves of Philadelphia, while Constable 
Hook, the shipping point of the Vacuum, is four or five miles 
across the upper bay of New York from Brooklyn, where the 
South African vessels of the respondents, members of the 
South African Conference, all load. It further says that the 
discrimination, if any, has existed since 1924, and that the dif- 
ferential represents extra compensation for special service ren- 
dered to the complainant. It says that there is no question in 
this case of a port differential, the respondents having made 
the same rate from New York and Philadelphia to South Afri- 
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can ports on freight brought to steamer’s berth. 

“The very considerable portion of complainant’s proof anq 
brief which is devoted to showing that Philadelphia as a por 
should be on a parity with New York as a port with regard to 
rates,” says the brief, “constitutes merely the demolition of a 
straw man whose stature and ferocity are of complainant’s ow) 
creation, not ours.” 

The differential, the brief claims, is justified by the greate, 
cost and value of service rendered complainant, and complain. 
ant’s slight disadvantage is due to its unfavorable location for 
this trade, Vacuum being located in the stream of the African 
trade, while the complainant is outside that stream. 

The complainant asked, in the event is was not entitled to 
relief by other method, for disapprovial of the South Africap 
Conference and the agreement under which it operated ang 
which was approved by the Shipping Board. In support of such 
action the complainant referred to restraints of competition 
and foreign control, likening that to absentee landlordism. With 
respect to that phase of the subject the steamship brief saiq: 


In bringing into the case general conference questions of alleged 
London control, voting, admission of new members, contract rates 
apportionment of sailings, alleged pooling, entanglement of the flag 
and finally a gratuitous accusation that Mr. Farrell and his line were 
the victims of short-sighted foreign control (Comp. Brief, 119), this 
complainant has, we believe, shaped an attack which is unparalleled 
in the annals of the United States Shipping Board. And, we re- 
spectfully submit, such pronouncement should be made that it will 
remain unparalleled in the future. 


The Port of New York Authority, an intervener in the com. 
plaint of the Atlantic Refining Co. against the South African 
conference lines, has asked that the complaint be dismissed, 
It asked dismissal in view of the showing on this record, as it 
said, of the entirely different conditions surrounding the ship- 
ments of the complainant’s case oil from Philadelphia com. 
pared with the shipments of the Vacuum Oil Co. from New 
York. It asked that dismissal also on account of, as it said, 
the extremely favorable character of the Vacuum shipments 
and their importance to the respondents in aiding them to 
arrange their operations from New York on an economical and 
efficient basis contrasted with the special consideration, special 
arrangements and extra service required in serving complainant. 
The Port Authority asked the Shipping Board to find that the 
somewhat higher rates charged on the complainant’s shipments 
were not and are not discriminatory or prejudicial in violation 
of sections 14, 16 or 17 of the shipping act. 


SHIP LOAN MORATORIUM 


Chairman O’Connor, of the Shipping Board, has urged Rep- 
resentative Rainey, of Illinois, Democratic leader in the House, 
to give the Lehlbach Dill, authorizing the Shipping Board to 
permit a moratorium on payments due under ship loan con- 
tracts, a preferred status in the House so that it may be acted 
upon before adjournment of Congress. 


AMERICAN SHIPBUILDING 


American shipyards, May 1, were building or under con 
tract to build for private shipowners 79 vessels aggregating 
172,977 gross tons, compared with 81 vessels aggregating 174, 
087 gross tons on April 1, according to the Department of 
Commerce. Ten of the vessels, each of 1,000 gross tons or 
over, aggregate 118,300 gross tons. 


IMPROVEMENT OF WATERWAYS 


To permit shipment of cotton in the coming season, Secre- 
tary of War Hurley has approved an allotment of river and 
harbor funds of $39,000 for dredging White River, Ark., to ob- 
tain a navigable depth of 4% feet from the mouth to De Valls 
Bluff, 125 miles up stream. 


TAXES FOR WATERWAYS 
Editor The Traffic World: 


There is quite some printers’ ink and other effort put forth 
in behalf of waterway developments. 

This brings to my mind a question and perhaps an answer 
to this expensive operation that seems to be perennial. 

The taxpayer has enough burdens to carry at the present 
time and any projects that are of questionable value should 
be carefully scrutinized by our old friend Mr. Taxpayer who, 
until a short time ago, cheerfully paid and paid, but now with 
incomes decreasing and taxes not moving downwards as they 
should, it is time to call a prompt halt on waterways and sim: 
ilar developments. 

Waterways have not proven themselves in the past 48 
self-supporting if they were charging themselves with proper 
expenses, but so long as they use the post office method of 
bookkeeping they are able to show results. 

Did it ever occur to the authorities that the cure of this 
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inspired movement would be to develop the waterway at the The proponents of the Shipstead-Mansfield bill advised the 


expense of the property adjoining and charge the entire expense 
to such property? : 

If there is a benefit in this improvement, certainly the ad- 
joining property gets the real benefit. 

How long would Mr. Taxpayer stand for this? 

I believe we have sufficient transportation facilities at the 
present time for a number of years and any new development 
should await further expansion of the country’s commerce before 
spending additional money on waterways. 

Effort should now be directed at equalizing the burdens 
placed on the rail carriers and the motor trucks. 

This is a big job and if done properly would require con- 
siderable time and study. 

Newark, N. J., June 2, 1932. Walter W. White. 


EQUALIZATION OF COMPETITION 


The National-American Wholesale Lumber Association has 
gone on record, by resolution, as favoring legislation placing 
motor truck, bus, and water-borne transportation “under such 
reasonable charges and regulations by federal and state author- 
ity as may be necessary to have them bear their proportionate 
share of the cost of public improvements necessary to their 
operation.” ‘The resolution also committed the organization to 
take steps to interest its members in obtaining legislation that 
would enable the railroads to meet the competition, in rates and 
charges, of transportation agencies on the highways and water- 
ways. It was pointed out that the extensive system of hard 
surfaced roads and of waterways, created in recent years, has 
been made available, free of charge, to motor transport operators 
and water transport operators by the taxpayers, of which the 
railroads are one of the largest. 

“These methods of transportation, which are not now regu- 
lated as to rates, charges and service, are creating a difficult 
and unfair competition for the rail carriers of the United States, 
who are under regulations, both by state and federal authority,” 
the resolution says. 

It was directed that the resolution be sent to all lumber 
organizations in the country, urging support, and asking that 
they adopt the same or a similar resolution, in the interest of ob- 
taining the necessary legislation to bring about the desired end. 


HIGHWAYS AND WATERWAYS 


The Traffic World Washington Bureau 


A sharp attack on a bill introduced by Representative 
Rainey, of Illinois, on behalf of Speaker Garner, providing for 
emergency relief projects, including improvement of highways 
and waterways at the cost of several hundred million dollars, 
Was made by President Hoover at his conference with the press 
late May 27. He denominated the measure as “the most gigantic 
= _ ever proposed to the American Congress.” In part 
e said: 


_A total of over 3,500 projects of various kinds are proposed in 
this bill, scattered into every quarter of the United States. Many of 
these projects have heretofore been discredited by Congress because 
of useless extravagance involved. Many were originally authorized 
as justified only in the long distant future. I do not believe that 
20 per cent could be brought to the stage of employment for a year. 
I am advised by the engineers that the amount of labor required to 
complete a group of $400,000,000 of these works would amount to 
only 100,000 men for one year, because they are in large degree 
mechanical jobs. 

This is not unemployment relief. It is the most gigantic pork 
barrel ever proposed to the American Congress. It is an unexampled 
raid on the public treasury. 

Detailed lists of all these projects have been broadcast to every 
part of the country during the past 24 hours, to the cities, towns, 
villages and sections who would receive a portion of this pork barrel. 
It is apparently expected that the cupidity of these towns and sec- 
tions will demand that their congressmen and senators vote for 
this bill or threaten to penalize them if they fail to join in this 
squandering of money. 

_I just do not believe that such lack of intelligence or cupidity 
exists amongst the people of our United States. If that shall prove 
— then this is not the United States that had the intelligence to 
— the constitution of this republic, which fought the War of the 
qevolution, or the Civil War, or the World War, that it might be 
orged into the greatest nation of the world, the whole foundations 
of which are common sense, honesty, character and idealism. Our 
nation was not founded on the pork barrel, and it has not become 
— by political log rolling. I hope that those many members of 
neress of both parties who I know will oppose this bill will receive 

@ definite support of the people in their districts in resisting it. 


Proponents and opponents of acceleration of waterway im- 
provement work, as provided in the Shipstead-Mansfield half a 
billion dollar waterway bond bill and in the Rainey bill (H. R. 
12353), the latter embodying Speaker Garner’s relief plan, ap- 
peared before the House committee on ways and means this 
week in the hearings on the Rainey measure. The testimony 


for and against the waterway improvement features of the 
Rainey bill followed along the line of that given on the Ship- 
Stead-Mansfield bill before the Senate commerce sub-committee 
and the House ways and means sub-committee. 


committee that they accepted the waterway provisions in the 
Rainey bill as a substitute for the Shipstead-Mansfield bill. 
Witnesses who urged passage of the waterway provisions of 
the Rainey bill included Theodore Brent and Lachlan Macleay, 
of the Mississippi Valley Association; and A. C. Wiprud, general 
counsel of the Upper Mississippi Barge Line Co. 

Opponents of the waterway provisions of the Rainey bill 
were R. H. Aishton, chairman of the executive committee of 
the Association of Railway Executives; Bird M. Robinson, 
president of the American Short Line Railroad Association, and 
P. F. Scheunemann, traffic manager of the Monarch Elevator 
Co., of Minneapolis, Minn., who appeared in behalf of the large 
number of shippers and receivers of freight in the northwest 
represented by him when he appeared recently before the Senate 
commerce committee in opposition to the Shipstead bill. In 
addition to those previously represented by him, Mr. Scheune- 
mann also appeared in behalf of the Mankato (Minn.) Chamber 
of Commerce and Mankato Merchants’ Retail Association. 

The Rainey bill authorizes an appropriation of $140,000,000 
for more than 130 waterway projects specified in the measure. 
This is to be in addition to the regular annual waterway appro- 
priation of $60,000,000. The bill also authorizes an appropria- 
tion of $176,226,223 for flood control work. 

In a statement attacking the Garner-Rainey proposals, 
Secretary of War Hurley said the bill provided for expenditures 
amounting to $537,525,257 by the Corps of Engineers of the 
U. S. army, and that what was proposed was “an unnecessary 
and wasteful program.” 

Secretary of War Hurley appeared in opposition to the 
Garner-Rainey relief bill. He contended that the proposed ex- 
penditures for public works under the jurisdiction of the War 
Department would not be of material benefit in the unemploy- 
ment situation. 

Secretary of the Treasury Mills made a similar attack on 
the Wagner relief bill before the Senate banking and currency 
committee. This bill provides, among other things, approxi- 
mately $136,000,000 for roads and trails. 

The Shipstead waterway bond bill, as modified by the Nye 
subcommittee of the Senate commerce committee, was reported 
to the whole committee June 2 but no action was taken. 


TRUCK-BOAT COORDINATION 


Coordination of highway and the older forms of transpor- 
tation is going forward, despite reluctance on the part of the 
majority of the rail carriers to bring it about, says J. L. Keeshin, 
president of Keeshin Motor Express Company, Chicago, in con- 
nection with the announcement that joint through rates have 
been published by his company and Goodrich-West Ports Steam- 
ship Company, for application between Milwaukee, Kenosha, 
Manitowoc, Racine, Sheboygan, Wis., and other ports on the 
west side of Lake Michigan served by the boat line and Rock- 
ford, Peoria, Moline, Ill., South Bend, Ind., Clinton and Daven- 
port, Ia., and other points served by the motor truck company. 

The rates meet the through rail rates, according to the 
announcement, and include store-door pick up and delivery, with 
second morning delivery between Mississippi River points and 
the lake cities. 

“We asked the railroads to interchange business with us, 
but they refused,” said Mr. Keeshin. “The boat lines have seen 
fit to go along with us. We believe it will give both of us 
considerable new business and add to the facilities available to 
shippers. The railroads would simply be conforming to the 
demands of the shipping public for improved service if they 
should see fit to publish joint rates with reliable trucking or- 
ganizations, and at the same time would increase their own 
business. As it is, a large part of the tonnage that the railroads 
have lost is being handled by ‘wild-cat’ trucking organizations, 
who neither want nor could exist under proper regulation.” 

Mr. Keeshin pointed out that the twenty-ninth hearing on 
the application of his company to the Illinois Commerce Com- 
mission for a certificate of convenience and necessity was held 
June 2. The hearings had been going on for about two years, 
he said. (See also reference to this Keeshin case in report of 
open forum meeting of the Traffic Club of Chicago, elsewhere 
under “Doings of the Traffic Clubs.’’) 


U. S. COMPETITION WITH BUSINESS 


The House of Representatives has passed the resolution 
providing for a special committee of five members for the pur- 
pose of investigating government competition with private enter- 
prise. Debate on the measure indicated there was more con- 
cern among members favoring the resolution as to activities 
of the government that resulted in competition with business 
concerns in various lines than as to competition between the 
government and business in the transportation field. Passing 
reference waz made to the parcel post business and the govern- 
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ment barge line. The authority given the committee, however, 
is broad enough to permit the investigation to be extended to 
the field of transportation. 


TRUCKING FROM TEXAS PORTS 


The fact that the railroad commission of Texas has no juris- 
diction over interstate rates has caused the question to arise 
as to whether it has a legal right to control the operations of 
motor trucks employed in transporting commodities from the 
deep water ports of Texas to interior points in the state. The 
question was determined some years ago as to freight moving 
by vessel and railroads when the courts held it was interstate 
traffic and the commission’s rates did not apply. This has 
caused the railroads to oppose, on physical grounds, the applica- 
tions of motor truck common carrier and contract carriers for 
permits to operate. 

At a railroad commission hearing just held at Austin on 
several applications of motor truck lines for permits to operate, 
the railroads contended that the highways would be seriously 
blocked, bridges broken down, and many hazards created, result- 
ing in loss of life and property. It was contended that in a year 
there would be 1,240,000 tons of this class of freight available, 
calling for 905,000,000 truck miles of transportation, meaning 
great congestion of the highways; also that the service would 
radiate out of the ports over the three or four highways avail- 
able, making the congestion more acute, and that each year 
there would be 700,000 truckloads averaging 634 miles of move- 
ment to the load. 

Testimony was introduced by the railroads that there were 
1,200 bridges too flimsy for these loads and that the braking 
equipment of the trucks and semi-trailers was inadequate, the 
claim being that tests showed it required 81 feet to stop trucks 
of this class, whereas the law requires that they be stopped 
within 45 feet after applying brakes. 

Evidence was presented by the applicants in contradiction. 
The applications do not specify any route or particular service, 
but seek the privilege of transporting freight from shipside to 
interior towns. The applicants are the West Texas Motor 
Freight Line, Houston; Herrin Transfer & Warehouse Company, 
Houston; Port City Transportation Company, Corpus Christi; 
D. A. Beard, Houston; Wald Transfer Company, Houston and 
Galveston, and Highway Motor Freight Lines, Houston. 


MOTOR TAXES AND REGULATION 


Laws and regulations affecting motor transport should re- 
quire that highway operators bear “a just proportion of taxa- 
tion,” says a resolution adopted by the Southwestern Industrial 
Traffic Leaue, at Enid, Okla., May 24. Appointment of a com- 
mittee composed of representatives of the Commission, the 
National Association of Railroad Commissioners, the National 
Industrial Traffic League, the National Automobile Chamber of 
Commerce, and the American Railway Association is recom- 
mended, to study what constitutes a proper apportionment of 
highway costs. 

Motor transport operators should be subjected to “regula- 
tions fairly comparable to those under which rail transportation 
operates,” says the resolution, and such regulation should pro- 
vide for rate regulation “in a manner appropriate to the char- 
acter of the service rendered.” It is also asserted that high- 
way transport operators should be required to maintain standard 
accounting systems and reports, under regulation, whether fed- 
eral or state. 

“In view of the fact that there is no recognized source of 
information as to the relative taxes paid by various kinds of 
carriers transporting freight within the United States, and, in 
view of the fact that there is a wide difference of opinion as 
to whether or not motor carriers are paying their proper share 
of the burden imposed on the states and the federal govern- 
ment by the construction and maintenance of highways through- 
out the United States,” says that part of the resolution dealing 
with taxation, it is suggested that a committee be appointed 
“for the purpose of making a national survey as to the cost of 
construction and maintenance of the public highways, the effect 
on such highways of motor carriers of various weights and sizes, 
and determining what would be a fair tax to be assessed against 
all classes of motor carriers operating over such highways, in 
order that they may bear their full share of that burden.” 

Copies of the resolution were sent to representatives of the 
five organizations which it is stated should be represented on 
the committee. 


TEXAS MOTOR VEHICLE LAW 


As soon as the recent decision of the United States Supreme 
Court upholding the law enacted at the last session of the 
Texas legislature regulating the size and weight of motor 
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vehicles operating on the highways of the state becomes effy, 
tive (see Traffic World, May 28, p. 1143), a move will be mag 
in the courts to dissolve the injunctions which have beg 
granted to restrain the Texas commission from enforcing th 
act, it is stated by Capt. L. G. Phares, chief of the Texa 
highway patrol. He said more than five hundred injunctig, 
orders had been served on him. 


SOUTHWESTERN CLASS RATES 


With a view to giving the railroads concerned an oppo. 
tunity to compete with trucks in the carrying of iron and ste) 
articles to a big construction job at Hot Springs, Ark., th 
Commission in No. 13535, consolidated southwestern cases, ¢. 
cept Nos. 15217 and 15231, has modified its order of April 5 
1927, so as to permit the railroads to publish rates on the top. 
nage in question promptly. 

The order of April 5, 1927, in the modifying order, is gy. 
pended until November 1, so far as it would otherwise preven 
the establishment and maintenance of a reduced rate of 3 
cents, from East St. Louis, Ill., and St. Louis, Mo., to Ho 
Springs, without the establishment and maintenance of corr. 
sponding reduced rates on like articles from and to other points 
embraced in the case. 


GRADE CROSSING ACCIDENTS 


Reports received by the safety section of the America 
Railway Association show a reduction for the first two month; 
of 1932, compared with the preceding year, in the number of 
fatalities resulting from accidents at highway grade crossings, 
Reductions were also reported not only in the number of acci. 
dents but also in the number injured. 

Accidents at highway grade crossings totaled 681 for the 
first two months’ period, a reduction of 69 compared with the 
same period in 1931. Fatalities resulting from such accidents 
totaled 273 in the first two months of 1932, a reduction of 43 
compared with the same period in 1931, while persons injured 
so far in 1932 totaled 750, a reduction of 89 compared with the 
year before. 

For the month of February alone, there were 330 accidents 
at highway grade crossings, a reduction of 24 under February, 
1931, while 121 fatalities were reported as caused by those acci- 
dents, a decrease of 51 compared with the number for February, 
1931. Persons injured in highway grade crossing accidends in 
February, 1932, totaled 357 compared with 373 in the same 
month the preceding year. 


PRICE PLUS RAIL RATE 
Editor The Traffic World: 


Your editorials covering the fight to equalize competition 
between the railroads and motor vehicles have always appealed 
to the writer; however, there is a condition that has never 
had much publicity and, in my humble opinion, should be, if it 
is not, illegal. 

When purchasing a pleasure car or truck the buyer pays the 


list price of the vehicle, plus the rail rate on the basis of the § 


L. C. L. rate from the factory, regardless of the fact that the 
machine may have been driven through, carried by a water 
route, or on one of the long truck transports. 

It is not so hard to conceive the amount realized by the 
manufacturers or their dealers through this medium in the 
course of a year, and any open-minded person cannot help but 
admit the injustice to the railroads and the unfairness to the 
buying public of this practice. In other words, if the auto 
mobile industry wishes to avail itself of the rail rates to mal 
ket its product, it should be forced to use the rate-makers 
facilities for the transportation of its goods or allow the buyer 
the benefit of the different rate when some other form is used. 

Cleveland, O., May 27, 1932. R. J. McMillan. 


CHICAGO TRAFFIC COUNCIL 


The proposal of the Railway Express Agency to enter into 
the common carrier trucking business in and around Chicago 
was considered, with other current subjects of interest, at the 
meeting of the Industrial Traffic Council of the Chicago Associ 
tion of Commerce June 1. After considerable discussion of thé 
Express Agency’s application to operate, pending before tbe 
Illinois commission, and opposition of motor transport operatols 
to its being granted, it was decided to ask representatives 
the agency and of the highway carriers to appear at the next 
monthly meeting, to give both sides of the question before thé 
organization took any stand. 

Proposal of the Illinois Commerce Commission to revise its 
tariff circular No. 1, to bring it in line with tariff circular No. 
20 of the Interstate Commerce Commission, in so far as Illinois 
law will permit, was discussed, and reports of the various com 
mittee chairmen received. 





Vol. XLIX, No, 93 

































































mee eDp .2a ss 








» No, 
Rud 





eS effer. 
© Made 
€ been 


JUNCtiog 


| Oppor. 
nd steg| 
rk., the 
S€s, ex. 
April 5, 
the ton. 


is sus. 
prevent 
» of 3) 
to Hot 
corre. 
* points 


nerican 
months 
iber of 
ssings, 
of acci- 


‘or the 
ith the 
cidents 
| of 43 
injured 
ith the 


ridents 
yruary, 
e acci- 
ruary, 
nds in 

same 


etition 
pealed 
never 
», if it 


ys the 
of the & 
ut the 
water 


y the 
1 the 
p but 
o the 
auto- 
mal: 
ikers’ 
buyer 
used. 
an. 


- into 
icago 
t the 
:0cia- 
f the 

the 
ators 
ag of 
next 
> the 


e its 
- No. 
inois 
cor: 











June 4, 1932 





Questions and Answers 


lumn will be answered questions of both legal and practical 
yh4 that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the tra: man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contem lated. If a 
more comprehensive answer to a question is desired than is thought ay od for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Ae Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Rule 20 of Classification 


New Jersey.—Question: Rule 20 of the Consolidated Classi- 
fication provides that parts or pieces constituting a complete 
article received as one shipment will be charged at the rating 
provided for the complete article. 

We have in mind a shipment of tables and marble tops for 
the same shipped as one shipment but in separate packages. 

The rate on the items separately is 114 times 1st and Rule 
26, respectively, and the carrier contends that the rate of 1% 
times 1st applies under Rule 20. 

We are not sure that they are correct and have noted your 
answer to Utah in the May 14th issue of the Traffic World. 

From the substance of this answer we believe there is room 
for doubt and particularly so when there is a wide range of 
difference between component parts of the articles, and if they 
were shipped on the same day but as separate shipments they 
would be entitled to the different ratings without question. 

Please remember that the marble tops could also be used 
for other purposes and are not necessarily made to be used 
with the tables. 

Answer: In its decision in Investigation & Suspension 
Docket No. 76, 25 I. C. C. 442, the Commission, on page 478, said 
that if all the pieces constituting a complete article are offered 
as one shipment, under one bill of lading, the freight charge 
should be calculated upon the rating for the complete article. 

Therefore, if the tables and the marble tops included in the 
shipment are sold as and constitute complete articles the rating 
on the complete article, under Rule 20 of the Consolidated Classi- 
fication, must be applied. The fact that the marble tops could 
be used for other purposes does not, in our opinion, make in- 
applicable the provisions of Rule 20 if, in fact, the table and 
the top are used as and sold as a complete article. See Classi- 
fication of Radio Sets, 102 I. C. C. 14, in which the Commission 
said: 

Where a set is designed for the reception of tubes of a loud 
speaker, or both, and those parts, or either of them, are shipped 


with the set, whether installed or separately packed, the whole con- 
stitutes a single electrical appliance, and must be rated as such. 


The last referred to case is cited in Kierulff-Ravenscroft vs. 
Mo. Pac. R. Co., 167 I. C. C. 169, in which latter case the Com- 
mission shows that the fact that a part of a complete article 
may be sold separately does not render inapplicable the provi- 
sions of Rule 20, where the part is included in a shipment with 
other parts constituting a complete article. 


Delay—Liability of Carrier 


Maine.—Question: Will you please let me have your views 
and any citations you can locate on the following claim: 

Carrier “A” shipped a car of potatoes over lines of carriers 
B, C, D, E, F, and G. Car arrived at destination May 31 and 
delay of 24 hours was located with carrier “C” and claim was 
Presented for 20c per sack, based on the market decline. The 
market at destination on May 29 was $3.00 per sack and no 
market was published May 30 and market was $2.80 per sack 
May 31. Claim was paid by “A,” and “C” refuses to accept 
debit, claiming that market to apply May 30 would be as listed 
May 31 on account of holiday and no claim exists. 

Any information regarding similar cases would be greatly 
appreciated. 

Answer: While there was a delay in transit of the ship- 
ment in question of 24 hours, inasmuch as the shipment would 
have arrived at destination on May 30 had there been no delay, 
on which date there was no market by reason of that day being 
a holiday, it seems apparent that the shipper was not damaged 
by the delay to the shipment if the shipment arrived in time 
for the market on May 31. If, however, the shipment did not 
arrive in time for the market on May 31 and it be shown that 
there was unreasonable delay on the part of the carrier in the 
transportation of the shipment, which delay cannot be excused 
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under one of the excepted causes, such as an act of God, the 
carrier is liable for the difference between the market value 
of the goods on May 31 and June 1, but not for the difference 
between the market value on May 29 and the market value on 
May 31, for the reason that had there been no delay the goods 
would not have arrived in time for the market on May 29. 
See Kirby vs. M. K. & T. R. Co., 246 Pac. 1005, in which case 
it was held that in case of negligent delay by a carrier in 
delivering live stock transported to the Kansas City market, 
market conditions and practices govern, rather than rule hours 
for opening and closing the market, and delivery in fact too 
late for the market of the day of arrival, is equivalent to delivery 
for the next day’s market. 


Delay—Liability of Carrier 

Missouri.—Question: Will appreciate a decision in regard to 
the following: 

A car of eggs was forwarded from A, Nebraska, to a point 
in Virginia, reaching Chicago on schedule. Shipment arrived at 
Chicago 10:45 A. M. May 25, 1931, and was forwareded via an 
eastern carrier at 10:35 P. M. May 25. The regular departure 
of this train was at 12:01 A. M. May 26, but on this particular 
occasion the carrier forwarded the train several hours ahead 
of schedule, car reaching seaboard 8:45 A. M. May 29. The 
regular advertised schedule from Chicago to seaboard was third 
morning. 

Eastern carrier had from Chicago proper two trains; one 
departing from the U. S. Stock Yards at 5:10 P. M., and a sec- 
ond section departing at 7:00 P. M. from the Chicago Freight 
House; both of these trains being intended for traffic only from 
Chicago proper and not handling traffic from connecting lines. 
The eastern carrier made it a practice to distribute to its west- 
ern shippers copy of its schedules which included all of its 
trains, one departing from Chicago at 7:00 A. M., another from 
that point at 12:01 A. M., both of which handled traffic from 
the west, and this schedule also included the two trains men- 
tioned above from Chicago proper only, no mention being 
made that the latter two trains were restricted only to traffic 
from Chicago proper. 

Had the car in question been forwarded on one of the two 
trains from Chicago proper, it would have reached destination 
a day earlier, but on account of not being handled in these 
trains and being forwarded from Chicago at 10:35 P. M., regular 
time of departure being 12:01 A. M., several hours later, car 
reached destination a day later, causing shipper a loss of ap- 
proximately $90.00. 

Another competitive route, also soliciting this traffic at the 
time shipment moved, offered a service involving a departure 
from Chicago at 8:00 P. M. and arriving at the seaboard the 
third morning, same that would have been accorded the ship- 
ment had it been forwarded from Chicago via the line that 
handled it on one of the two early evening trains operating 
only from Chicago proper and not handling traffic from western 
connections. 

Carrier had declined claim, taking the stand the car being 
handled from Chicago 10:35 P. M., although regular scheduled 
departure was several hours later, 12:01 A. M., reaching sea- 
board for third morning delivery, and that as this was the 
advertised schedule, carrier is not liable for loss in market value 
as claimed by the shipper, while the latter insist that the load 
being of perishable nature, the carrier should have switched 
this into one of the early trains from Chicago proper, which 
would have made an arrival at seaboard possible the previous 
rf On a more attractive market, and eliminated the loss of 

90.00. 

Will be glad to have your views in the matter as to whether 
or not carrier handling the car is liable for the amount in ques- 
tion. 

Answer: While the published schedules of the carriers cov- 
ering the movement of traffic between given points may be 
indicative of the time within which freight should be trans- 
ported between given points, it has been held that a carrier 
cannot excuse an unreasonable delay in the transportation of 
goods on the ground that regular trains of the carrier did not 
connect in time to avoid delay (Gulf, etc. R. Co. vs. Porter, 61 
S. W. 343), or that it maintained a schedule which resulted in 
delay and prevented delivery within a reasonable time. St. L, 
etc., R. Co. vs. Armstrong, 166 S. W. 366; Mo., etc., R. Co. vs. 
Dunn, 157 S. W. 434; St. L., etc., R. Co. vs. Shepherd, 139 Pac. 
833, 240 U. S. 240, 36 S. Ct. 274. 


Refrigerator or Heater Car Service on L. C. L. Shipments 


illinois.—Question: We have a case involving the movement 
of a less than car load shipment of lemons originating at New 
York and destined to Lexington, Ky. The shipment moved by 
boat and rail. The steamship company at New York signed 


the standard bill of lading which did not bear the following 
notation: 
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“Subject to box car service.” 

When the inland carriers received the shipment at Norfolk 
they loaded same into an ordinary box car and hauled it to 
Lexington, Ky. During the time of movement from Norfolk 
to ultimate destination the car encountered freezing weather, 
temperature at times registering below zero, arriving at des- 
tination on schedule, which was on Saturday after 2 P. M. The 
lemons were permitted to remain in the car until the follow- 
ing Monday morning and no attempt was made on the part 
of the carriers to notify the consignee of arrival of this ship- 
ment, that the lemons were on hand and in an ordinary box car. 
When the shipment was received it was badly frozen and prac- 
tically worthless. 

It is our contention that, according to the Perishable Pro- 
tective Tariff, Item 1170, Sections D and C, and Rule 620, Sec- 
tions A and B, the carriers are liable for damage sustained, in- 
asmuch as this standard bill of lading was signed without 
notation “Subject to box car service.” 

While we do not know whether the shipment was damaged 
by frost while in possession of the steamship company or the 
inland carriers, and while it may be true that the steamship 
company is not a party to the Perishable Protective Tariff, we 
take the position that inasmuch as the steamship company 
gave a clear receipt on a standard bill of lading, that when 
so doing they acted as agents for the inland carriers and we 
feel that the claimant in this instance is entitled to recovery. 

We shall appreciate any rule or advice that you can give 
us on this subject. 

Answer: Under Rule 620 of the Perishable Protective Tariff, 
it is not the presence of the notation “box car service” on the 
bill of lading, but the absence or presence of “Scheduled Re- 
frigerator Car Service,” which determines whether the carrier 
is obligated to furnish protective service on L. C. L. shipments 
of perishables. 

The liability of the rail carrier is dependent upon the holding 
out of protective service between given points. See, in this 
connection, our answer to West Virginia on page 892 of the 
April 23, 1932, Traffic World, under the above caption. 

The liability of the steamship company is that assumed 
under the contract of carriage entered into with that carrier. 


Freight Charges—Liability Therefor 

Missouri.—Question: A car of hay was billed by consignor 
at point “A” to a consignee at point “B.” When the car arrived 
at point “B,” it developed that the value of the contents was 
not sufficient to pay the freight charges, and the consignee, 
who was acting as commission merchant, refused the shipment. 
The consignor also abandoned the property, leaving it to the 
railroad to dispose of for account of whom it may concern. 

The carrier, having failed to collect the difference between 
the amount the car was sold for and freight charges and demur- 
rage that accrued, is endeavoring to collect from the consignee, 
who had no beneficial title in the property. 

Will you please advise whether the consignee can be held 
liable, also whether the date on which the consignor or the 
consignee informed the carrier that they abandoned the property 
would stay the running of demurrage? In other words, assum- 
ing that the consignor and consignee advised the carrier that 
they abandoned the shipment on March 10 and the property 
was not disposed of until the 20th, could the carrier assess 
demurrage charges after the date on which notice was given 
to him that the property was abandoned? 


Answer: Unless the consignee accepts delivery of a ship- 
ment he cannot ordinarily be held liable for freight charges. 
His acceptance of the goods is a condition precedent to liability, 
unless the goods are accepted for shipment by the carrier solely 
for account of the consignee, the shipper acting merely as agent 
for the consignee. However, if the shipment is accepted, the 
consignee becomes liable as a matter of law for the full amount 
of the freight charges, whether they are demanded at the time 
of delivery, or not until later. L. & N. R. Co. vs. Central Iron 
& Coal Co., 265 U. S. 59, 44 S. Ct. 441. 

Where the carrier waives prepayment and the consignee 
refuses to take the goods and pay the transportation charges 
and the carrier, in strict conformity with law, sells the goods 
to enforce its lien for freight charges, and there still remains 
a balance due, the liability of the consignor, under such cir- 
cumstances, applies, it has been held, as much to a charge for 
demurrage and storage as to freight or other lawful charges 
which the carrier is bound to collect. Jelks vs. Philadelphia, 
etc., R. Co., 80 S. E. 216; Bewley-Darst Coal Co. vs. W. & A. R. 
Co., 87 S. E. 702; B. & O. vs. Luella Coal & Coke Co., 81 S. E. 
1044; Pa. R. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; Cent. 
R. R. of N. J. vs. Berry, 165 N. Y. S. 1041; Pa. Co. vs. Fraser, 
175 Ill. App. 645. 

Furthermore, there are statutory provisions in the several 
states, which make the owner liable for the balance due for 
freight charges where goods are sold by the carrier for its 
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charges. See, for instance, section 26000 of the Civil Code of 
1912 of the State of North Carolina. 

Under the principle of the decision of the Commission jp 
Walter Wallingford Coal Co. vs. Director General, 89 I. C. ¢ 
353, construed in Milne Lumber Co. vs. Mo. Pac. R. Co., 156 
I. C. C. 524 (532-83), a carrier cannot lawfully assess demurrage 
charges where it has been instructed to sell goods for charges, 
If, in the instant case, it had definite advice of the abandon. 
ment of the goods by the owner thereof it would appear that 
it cannot assess demurrage charges for detention of the goods 
after the date when it should have sold the goods for charges, 

There is nothing in the demurrage tariff which specifies 
the length of time a carrier may hold such goods, the Bill of 
Lading Contract Terms and Conditions governing the right of 
the carrier to either place the goods in public storage or sell 
the goods for freight charges. In several decisions, however, the 
courts have laid down the rule that the carrier must sell the 
goods within a reasonable time and not unduly penalize the 
shipper by allowing charges to accrue for an indefinite length 
of time pending the sale of the goods. Norfolk-Southern ys. 
New Bern Iron Works & Supply Co., 174 N. C. 188; Davis vs, 
Adams, 293 Fed. 890; Erie R. R. vs. Kieser & Sons, Inc., 211 
N. Y. S. 362, and Davis vs. Smutzinger, 281 Fed. 640. 


Duty of Owner to Prevent or to Reduce Damage 


Ohio.—Question: We are attaching copy of letter received 
from the general claim agent of one of the western lines, which 
is self explanatory. 

We are perfectly willing to comply with his request as made 
in the last paragraph of his letter with respect to the informa. 
tion he asks for. However, we do not believe it to be good 
policy to have repairs made by anyone but ourselves, nor do 
we care to have this article sold to some user by the carrier 
in question, as there would be a possibility of the repairs being 
not properly made and a dissatisfied purchaser who would be- 
come antagonistic to the product in question. 

If we should decline to sell the article to the carrier at 
the invoice price which we would have received from the cus- 
tomer, by so doing would we jeopardize our possibility of col- 
lecting a bona fide claim for the cost of repairs, freight charges, 
etc., incident to the return to Cleveland and repairing it here? 

Could the carrier in any sense claim that by not selling to 
them ag outlined in the freight claim agent’s letter we were 
making it impossible for the carrier to reduce to the lowest 
possible figure their costs for this damage? 

It seems to me that we have a decided right in the trans- 
action and that is, that we do not care to have our goods re- 
paired by anyone but ourselves and think it inadvisable to have 
them sold to a user by a railroad for the reasons above 
enumerated. 

Answer: Where goods intrusted to a carrier for transpor- 
tation are injured through causes for which the carrier is re- 
sponsible, the owner of the goods is entitled to recover the 
difference between the value of the goods at the time and place 
of delivery in an uninjured condition and their value in the 
depreciated condition in which they were delivered, less the 
freight charges to the point of destination if they have not 
already been paid. 

Although there is some authority to the contrary, where 
the goods are injured during transportation, or part of them 
are lost, the consignee, it is said, cannot abandon the consign- 
ment and sue for the full value, but must accept the goods as 
tendered, or the portion tendered, and sue for damages. 

In accordance with a well settled principle governing lia- 
bility for damages, it is the duty of the owner of the goods 
injured by the carrier during transportation to use all reasonable 
means to render the effect of the injury as light as possible, 
and no recovery can be had for damage which such care would 
have prevented. 

So far as we are aware, there is no law on the subject, but 
there does not appear to be any obligation on the part of the 
owner of goods injured by a carrier during transportation to 
turn the goods over to the carrier for repairs, inasmuch, as 
above stated, the owner must accept the goods as tendered and 
sue for damages, in the event the carrier will not pay a claim 
for the injury. Likewise, it would appear that an owner of goods 
is justified, by the considerations you set forth in your letter, 
in refusing to turn goods injured during transportation over 
to a carrier for repairs or sale, particularly where the nature 
of the goods is such that only the owner thereof has the facil 
ities and experience for insuring the proper repair of the it 
jured goods. 

As the carrier is obligated by law to compensate the owner 
of goods injured during transportation for the injury to the 
goods, and it is the duty of the owner of the goods to render 
the effect of the injury as light as possible, it may be presumed 
that the owner will, in the event the carrier authorizes him to 
do so, and he elects to do so (although not so obligated), repalr 
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the goods with the least expense possible, subject to the right 
of the carrier to contest, if of the opinion that the amount is 
unreasonable. 

The refusal of the owner to turn the goods over to the car- 
rier for repairs or sale will not, in our opinion, justify the 
refusal of the carrier to pay a claim or constitute a defense 
to an action for injury to goods from causes for which the 
carrier is responsible. 


(1) Tariff Interpretation—Application of Intermediate Rule 
Where Fourth Section Departure Covered by Order But 
Order Not Referred to in Tariff. (2) Intermediate Rule Not 
Applicable Where Specific Rates Published in Separate Tariff 


Tennessee.—Question: (1) I have a distinct recollection of 
reading in your publication some time ago, an opinion, citing 
a decision of the Interstate Commerce Commission, where a 
tariff contained on the title page, the following note: 

This tariff contains rates that are higher for shorter than longer 
distances over the same route. Such departure from the terms of 
the amended Fourth Section of the interstate commerce act is per- 


mitted by authority of the Interstate Commerce Commission fourth 
section orders, as indicated in the individual items herein. 


In the opinion I have in mind, as I recall it, certain rates 
in the tariff violated the Fourth Section of the Act, but con- 
tained no reference to the order of the Interstate Commerce 
Commission authorizing such violation, and it was held that 
failure to make such reference to the Fourth Section order 
invalidated the higher rate to the intermediate point, and the 
carriers were required to observe the rate to the more distant 
point as maximum to the intermediate point. 

I would appreciate your giving me reference to any de- 
cisions of the Commission with respect to a situation of this 
kind. 

(2) I would also appreciate a specific ruling on the follow- 
ing: Both tariffs carrying the Note on the title page, quoted 
above, but the rates being carried in different tariffs: The rate 
on piling from State Line, Miss., to Cincinnati, Ohio, via M. & 
0. R. R., St. Louis, and B. & O. R. R., in effect during 1931, 
was 2914 cents per 100 pounds, published in F. L. Speiden’s 
Tariff 22-K, ICC 1394, and during the same period the rate on 
piling from State Line, Miss., to Finney, Ohio, was 36% cents 
per 100 pounds, published in F. L. Speiden’s 57-I, ICC 1396. 

Finney, Ohio, is directly intermediate to Cincinnati, Ohio, 
via the route of movement authorized to Cincinnati, Ohio. 

The shipments in question were forwarded to Finney for 
creosoting, and were later shipped to Cincinnati, Ohio, under 
authorized transit privileges. 

Please advise if under the circumstances cited, the car- 
riers are not compelled to protect the Cincinnati rate of 29% 
cents as maximum, plus the established transit charge. 

Answer: (1) In its decision in Ciresi Fruit Co. vs. C. & N. 
W. Ry. Co., 157 I. C. C. 233, the Commission held that the publi- 
cation of Rule 77 in a tariff constituted a holding out by the 
carriers interested of a promise to apply the rates named there- 
in subject to Rule 77 from intermediate points, where the de- 
parture from the long-and-short-haul provision of Section Four 
of the act was protected by fourth section order, but the tariff 
made no reference to that fourth section order. 

The same principle would apply, in our opinion, to a tariff 
containing an intermediate rule. 

(2) The applicable rate on piling from State Line, Miss., 
to Finney, Ohio, is, under the decision of the Commission in 
Standard Oil Co. vs. A. T. & S. F. Ry. Co. 139 I. C. C. 297, 
364%c, the Commission having held in that case that a specific 
rate always takes precedence over a rate made by the use of 
an intermediate rule, regardless of whether they are contained 
in the same tariff or in different tariffs, and of whether the 
specific rate is published to become effective before or after 
the effective date of the rate under the intermediate rule, unless 
there are published tariff provisions necessary to make clear, 
and give effect to, a purpose to have rates resulting from the 
intermediate rule apply to the exclusion of specific rates in cer- 
tain instances, 

_ The note on the title page of the tariff naming the rate to 
Cincinnati, regardless of whether the tariff contains an inter- 
mediate rule, does not affect the application of the decision in 
the Standard Oil Company case, above referred to, to the facts 
in the instant case. 


Limitation of Actions—Ninety-Day Extension Period 


Minnesota.—Question: Paragraph 3 (d), Section 16, of the 
Interstate Commerce Act, provides: 


ule bee or before expiration of the two-year period of limitation in 
divisiv Sion (b) or of the three-year period of limitation in sub- 
division (Cc) a carrier subject to this act begins action under sub- 
portatic (a) for recovery of charges in respect of the same trans- 
respect of tate or, without ro action, collects charges in 
inaied of that service, said period of limitation shall be extended to 
charece WNety days from the time such action is begun or such 
Bes are collected by the carrier. 
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Does this paragraph have the effect of extending to include 
ninety days from the time the additional charges are collected 
by the carrier for the purpose of filing complaints with the 
Interstate Commerce Commission only, or does it have the 
effect of extending the period of time in which claims may be 
filed with the carrier? 

Sub-division (b) relates only to the filing of complaints 
with the Interstate Commerce Commission and does not make 
any reference to the filing of claims with carrier. 

If the Interstate Commerce Commission or the courts have 
rendered any decision bearing on this feature of the law, will 
appreciate your giving reference thereto. 

Answer: The provisions of subdivisions (b), (c) and (d) 
of paragraph 3, of Section 16, of the Act, including the ninety- 
day extension period of subdivision (d), relates to actions at 
law or complaints before the Commission and not the filing of 
claims with carriers. 

There is no express limitation in paragraph 3 of Section 
16 of the act on the time within which a claim may be filed 
with a carrier, although the Supreme Court of the United States 
in Kansas City So. Ry. vs. Wolf, 261 U. S. 138, 43 S. Ct. 269, 
as the Commission construes the case, has held that a carrier 
is precluded from paying, subsequent to three years, a claim for 
overcharge filed either within or subsequent to the expiration 
of the three-year period. 


Damages—lIncidental—Overhead Expenses 


Ohio.—Question: We have recently filed a number of over- 
charge claims with a carrier. We have added to our claim a 
charge of 25c for preparing the claim, and interest at 6 per cent 
from the date shipped to date paid. The carrier returned all 
papers, informing us that the charge of 25c for preparing the 
claims is not allowed by them. 

As we are put to considerable trouble and effort to secure 
necessary documents from our own files and files of our cus- 
tomers to whom some of these documents were sent and will 
be put to the trouble and expense of carrying these accounts 
on our books, as well as refunding some of the claims to our 
customers, would like to know if, in your opinion, this charge 
is justified and also if the commission or courts have made 
any ruling on similar cases. 

Answer: We are not aware of any decisions of the courts 
in which a stated sum or a percentage of the value of the ship- 
ment to cover the cost of preparing or filing claims hag been 
allowed as incidental damages. 

The amount of damages for loss, injury, or delay is ordi- 
narily based upon the value of the shipment at its destination at 
the time the goods arrived or should have arrived in the usual 
course of transportation, and this amount includes no _ inci- 
dental expenses of this nature. 

However, in this connection, see L. & N. R. Co. vs. John- 
son, 10 S. W. (2d) 1104, in which case it was held that in a 
shipper’s action against a railroad company for conversion of 
watermelons, the court should have confined evidence and in- 
structions on the question of damages to the value of the goods 
at the time and place of conversion and excluded all testimony 
as to the expense to which the plaintiff was put in investigating 
and preparing the case against the defendant. 


SIX-HOUR DAY INVESTIGATION 


The Trafic World Washington Bureau 


J. W. Roberts, an accountant, testified as a witness for the 
Brotherhood of Railroad Trainmen in the Commission’s inquiry 
into the six-hour day matter in compliance with a resolution 
adopted by Congress. On the theory that the accounting witness 
who testified in behalf of the railroad management did not give 
weight enough to factors in train operation commonly called 
efficiencies, Mr. Roberts recast exhibits put into the record by 
the railroads and produced figures tending to show that the 
increase in cost by reason of a six-hour day would not be as 
great as indicated by the railroad figures. 

The freight train-mile was the basis of one set of calcula- 
tions submitted by the railroads. Mr. Roberts recast figures 
pertaining to train enginemen and motormen, which, on the 
basis used by the railroad accountant, showed an increase of 
116.14 per cent, on the gross-ton mile basis, excluding the loco- 
motive and tender. His figures showed an increase of only 
52.53 per cent instead of 116.14 per cent. Putting those expenses 
on a ton-mile basis the Roberts figures showed an increase of 
73.78 instead of 116.14 per cent. Equally marked differences 
Mr. Roberts showed would result in applying his formula to 
passenger and yard service. 

Thomas C. Cashen, international president of the Switch- 
men’s Union of North America, made studies in 1929, which he 
said showed that to avoid great increase in unemployment, by 
reason of the unification of terminals, consolidations and the 
use of retarder systems in yard switching, the work day should 
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He said that he had no figures to show the 
increase in cost that would result. His idea was that the rail- 
road figures on that point were largely guesses. On cross ex- 
amination he made an estimate that the number of men 
employed in a six-hour day would be fifteen or twenty per cent 
greater than employed under the eight-hour system. 


Testimony in favor of the six-hour day was given for the 
Brotherhood of Railway Clerks, the name of which organiza- 
tion used to show that it included many classes of employes 
other than clerks, by George M. Harrison, its president, E. L. 
Oliver, L. W. Reigel, E. R. Kinley, L. B. Snedden, H. R. Lyons, 
J. M. Doyle, H. D. Ulrich, C. A. Schutty and J. A. Robertson. 
O. S. Beyer, a consulting engineer, put data into the record in 
behalf of the shopmen, J. J. McHugh and Robert Morgan for 
the Railway Express Agency, Inc., employes. L. M. Eddy, presi- 
dent of the Order of Railway Telegraphers, spoke for the tele- 
graph men and D. C. Cone for the signalmen’s brotherhood, of 
which Mr. Cone is the vice-president. 


The Commission’s six-hour day investigation came to an 
end for the time being on June 2 with a suggestion for an 
immediate trial of the six-hour day made by Commissioner 
McManamy and a suggestion by Commissioner Eastman for a 
field investigation by the railroads and their employes under 
the supervision of practical railroad men in the employ of the 
Commission at points where the facts obtained would be typ- 
ical. The latter also asked that the Commission be advised in 
two weeks, namely, on June 16, as to what the thought was 
among railroad officers and railroad employes on his suggestion. 


These suggestions were made because, as the two commis- 
sioners said, the Commission had to think what things further 
it should do to enable it to make the answer to Congress re- 
quired by the resolution directing the making of the inquiry. 
Donald Richberg, representing the employes, said the employes 
would act on the suggestion of Mr. Eastman as to making a 
report within two weeks. Attorneys for the railroads said that 
they had no authority to do other than report the suggestion 
to their executives. 


The McManamy suggestion was that the six-hour day be 
put into effect immediately on such roads and for such classes 
of employes as could be agreed upon, the employes to be paid 
pro rata, that is, on the basis of six-eighths of a day’s pay for 
six hours, where men were paid on an hourly basis. He said 
he had not thought out how this principle would be applied to 
train service men paid on the mileage basis. His proposal 
further was that all questions that might arise be settled by 
negotiation and, if necessary, by arbitration. So far as many 
employes were concerned, he said, he was satisfied this would 
make no difference because they were not working that much 
now. Those who were working more than six hours, he said, 
would be contributing work instead of dollars for the relief of 
the unemployed. He said he was not encouraged by the 
progress that was being made in the hearings. The situation, 
he said, as everybody knew, was not getting any better. 

“The machine is apt to devour us if we do not control it,” 
said Commissioner McManamy referring to things that had been 
said about technological unemployment. “There are 700,000 
men today who are doing no work at all.” 

Commissioner Eastman said he wanted a survey made on 
two bases as applied to both present and to normal conditions. 
The first basis would be to determine how the six-hour day 
could be applied to produce the maximum employment and the 
cost on that basis. The second basis would be to determine 
how it could be applied in the most economical way and the 
increase in employment on that basis. 


These suggestions were made in an informal conference 
held after the taking of testimony was concluded soon after 
noon June 2. Commissioner Eastman announced, when the 
taking of testimony was finished, that the commissioners who 
had been holding the hearing would like to have those who had 
participated in the hearings to return for an informal confer- 
ence with a view to receiving and considering suggestions as 
to what further the Commission should do to carry out the 
mandate of Congress to report to it on the six-hour day proposal 
next December. Mr. Wharton, representing the machinists and 
other shop craftsmen, expressed the belief that there was no 
need for further gathering of data, his contention being that 
the data in hand, gathered since 1912 in connection with wage 
negotiations, the Adamson law experience and the testimony 
taken in the present hearings, were sufficient to enable the 
Commission to make an estimate as to what adoption of the 
six-hour day would cost and how the use of that day would 
work out. 

Commissioner Eastman said, in adjourning the conference, 
that rebuttal testimony would be received later if anybody de- 
sired to offer any. 

Witnesses heard on the last day of the hearing were L. E. 
Kellar and J. H. Meyers of the Brotherhood of Maintenance of 
Way Employes, and E. J. McClees, a carrier witness who was 
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recalled to submit exhibits that were not ready at the tim 
they should have been submitted. 


HOCH-SMITH FURNITURE 


A petition for reconsideration and modification in No. 17009, 
part 5, furniture, has been filed with the Commission by th. 
Furniture Manufacturers’ Traffic Committee of New England 
the Heywood-Wakefield Co., and the Lloyd Manufacturing (o, 
The petitioners set forth argument in support of the following 
contentions: 

The less-carload formula prescribed by the Commission is jp. 
herently and practically unsound, and produces rates which are 
once unreasonable and prohibitive. 

The unreasonable excess of the less-carload rates and rating; 
over the carload rates and ratings prescribed by the Commission 
is forcing shippers to abandon shipments by rail in L. C. L. and 
to ship small lots as carloads. 

The excessive less-carload rates and ratings prescribed by the 
Commission are forcing furniture in less-carload lots to move yig 
water and truck. 

The record warranted and the report should have made a definite 
finding that the maintenance of rates and ratings on fibre furniture 
higher than on wood furniture constitutes unjust prejudice against 
fibre furniture and undue preference of wood furniture. 

Double first class is the highest maximum basis the Commission 
should prescribe without trespassing the bounds of reasonableness 
and — forcing the traffic to move by other transportation 
agencies. 


“The less-than-carload formula prescribed by the Comnis. 
sion,” says petitioners, “has been and is a seriously disturbing 
factor in the furniture industry even before its effective date. 
The industry could not contemplate the prospect of its applica. 
tion without serious apprehension as it was acutely aware of its 
onerous effects. Now that the formula rates and ratings are in 
effect the results have proved to be even more baneful than an- 
ticipated and intensified the deplorable condition of the industry. 
The area of distribution is markedly curtailed and restricted 
because of the unjustly high prescribed rates; the movement 
of less-carload traffic by rail has ceased to many markets; for 
long distances the less-carload shipper is compelled to ship 
small less-carload lots as carloads, or else withdraw entirely 
from the market. Whatever theoretical merit there may be in 
formula such as that prescribed, in the end both the Commis 
sion and carriers must yield to the logic of facts, i. e., that 
furniture cannot move by rail less-carload under the formula, 
but is moving and will continue to move in increasing volume 
by other transportation agencies. This is the bare fact we all 
face whether we will to do so or not.” 


RAILROADS AND GARDENS 


With traffic greatly reduced on account of economic con- 
ditions and large numbers of workers on part-time or on fur 
lough, the railroads generally are encouraging the planting of 
subsistence gardens as a practical measure of aid in the pres- 
ent emergency, according to reports reaching the President's 
Organization on Unemployment Relief. 

“Last year some carriers went much more extensively into 
the promotion of subsistence gardens and many expanded pro- 
jects are reported for 1932,” says the organization. 

“Subsistence gardens have been a great boon to low-income 
employes and the unemployed, furnishing quantities of whole: 
some foodstuffs during the growing season and providing sur- 
pluses to be canned, preserved or stored for later use. 

“Knowing many railroads had been actively interested in 
promoting subsistence gardens last year, Fred C. Croxton, as 
sistant director of the President’s organization, suggested to 
R. H. Aishton, chairman of the executive committee of the 
Association of Railway Executives, that it would be a most 
helpful service if this type of garden were encouraged agail 
this year by the railroads. 

“Mr. Aishton, who is a member of the President’s orgal: 
ization, promptly communicated with railway executives 
throughout the country. Without exception, the large number 
of replies received by Mr. Aishton expressed sympathy with 
the program and told what railroads in different parts of the 
country have done and are doing to encourage the planting of 
gardens on company land. 

“Several railroads are making unused land available not 
only to their own low-income employes and former workers, 
but to citizens in general along their lines and to community 
welfare agencies. 

“The garden plans of numerous railroads for this year aré 
embodied, in part, in a bulletin now being distributed by the 
President’s organization for the information of other railroads 
and other industrial groups interested in extending aid to palt- 
time workers and former employes.” 


FULL CREW LEGISLATION 


Proposed federal “full crew” train legislation, pending be: 
fore the House committee on interstate and foreign commerce, 
will not be made the subject of hearings at this time, the com 
mittee has decided. 
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FACTORY SITE FIGHT 


A statement issued by the Commission on June 2 shows 
that it investigated a controversy that revolved around a fac- 
tory site bargain made between subsidiaries of the Santa Fe 
and the Chrysler Motor Corporation in which complaint was 
made that the carrier, by means of the bargain, was about to 
make concessions to the motor interest. Civic organizations in 
San Francisco and Oakland, Calif., on one side, and in Los 
Angeles, Calif., on the other, according to newspaper reports 
in those cities, made the controversy, to a certain extent, a 
contest among those California communities. The statement 
follows: 


Under date of March 8, 1932, this Commission transmitted to 
the Attorney General certain papers, records and data, with the re- 
quest that an injunction proceeding be instituted to prevent the 
carrying out of a certain contract made between the Bandini Estate 
Company, a subsidiary of the Atchison, Topeka & Santa Fe Railway 
Company, and Graham Brothers, a subsidiary of the Chrysler Motor 
Corporation. The contract in question provided for the transfer by 
the Bandini Estate Company to Graham Brothers of a certain tract 
of land near Los Angeles, Calif., together with a building which 
the Bandini Estate Company agreed to erect thereon, in exchange 
for certain real estate to be deeded to the Bandini Estate Company 
by the Graham Company, this last mentioned real estate being situ- 
ated near Oakland and Stockton, Calif., respectively. 

The complaint was made on the theory that there was a sub- 
stantial difference in the Values of the two properties so to be ex- 
changed and that, therefore, the transaction constituted, in essence, 
the anting of an unlawful discrimination or concession by the 
Atchison, Topeka & Santa Fe Railway Company to the Chrysler 
Motor Corporation. The first item creating this alleged discrepancy 
was the assumption that the building proposed to be erected at a 
cost of not to exceed $384,120 would in fact cost somewhere between 
$600,000 and $1,000,000 

After consideration of the evidence the Commission furnished to 
the Attorney General, he, in a letter dated March 28, 1932, expressed 
doubt as to the sufficiency of the evidence and requested further 
Se by this Commission covering certain enumerated items 
of inquiry. 

This Commission made an additional investigation and trans- 
mitted a detailed statement covering the same to the Attorney Gen- 
eral. The building referred to has now been nearly completed and 
its exact cost is known and apparently it will be completed within 
the contract price of $384,120, and expert opinion can not be asserted 
successfully to the contrary. This removes one of the chief items of 
discrepancy upon which the complaint was based. 

The Attorney General, under date of June 1, 1932, advised this 
Commission that after giving consideration to all of the informa- 
tion furnished to his department, and in particular the last data 
submitted, he is of the opinion that the facts are not sufficient to 
justify the institution of legal proceedings to enjoin the performance 
of the contract. 


LOADING OF FLOUR, ETC. 


“Proper condifioning of cars for loading of flour and other 
commodities packed in cotton. and paper sacks” is the subject 
of a four-page leaflet prepared by the J. Allen Smith and Com- 
pany, Knoxville, Tenn. The method described, as explained 
by A. M. McCabe, traffic manager of the company, is suitable 
for use in connection with shipments consisting of mixed sizes 
of sacks, ranging from 100 pound to 6 pound bags, such as, he 
says, the majority of southern millers ship. The brick wall 
or key sack methods of loading, he says, cannot be success- 
fully used in connection with such shipments. 

Eight cardinal loading points are described and illustrated 
in the pamphlet. They insure protection of the shipment against 
torn sacks and contamination from outside the car. Briefly, 
they are as follows: 


(1) Floor is covered with plain No. 16 chipboard, cut in sheets 
52 by 84 inches; (2) 30-pound kraft paper, 48 inches wide, tacked on 
sidewalls to keep sack clean; (3) corrugated paper strips, 6 by 42 
inches, creased cross-wise of the corrugation, tacked to the floor 
around the sides of the car to prevent cutting of the sacks on grain 
trenches, or otherwise, by car siding; (4) cloth-lined, waterproof 
paper, 12 inches wide, tacked on each side of doors to prevent dust, 
rain or cinders being sucked in while car is in motion; (5) strip of 
.060 solid fibreboard, cut in strips a % inch wide and 48 inches long, 
tacked over No. 4 to keep it from being torn off by wind pressure; 
(6) grain doors removed from inbound grain cars, sawed off to fit 
flush with inside of car, protect sacks from falling against door and 
being torn when door is opened at destination; (7) Fe chipboard, 
in sheets 8 by 48 inches, used to protect sacks around car door jams, 
smooth other rough places in car, and cover inserted grain doors; 
(8) flour load completely covered with 30-pound kraft paper. 


In a period of two years, in which several thousand cars 
were shipped, claims filed by the company totaled only $51.77, 
it is stated. The pamphlet describing the company’s loading 
method was prepared following activity on the part of the claim 
prevention committee of the Southeast Regional Advisory Board, 
of which Mr. McCabe is a member. 


RAILWAY DEVELOPMENT ASSOCIATION 


The twenty-fourth annual meeting of the American Railway 
Development Association will be held in conjunction with the 
annual meeting of the Railway Development Association of the 
Southeast at the Brown Hotel, Louisville, Ky., June 15 to 17, 
inclusive. A wide range of transportation topics will be cov- 
ered, including motor transportation, waterways, regulation, etc. 
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Among the speakers and subjects announced are the folloy. 
ing: J. J. Donohue, general claims attorney, L. & N., “Wate 
Transport”; Charles Barham, vice-president and traffic manager 
N. C. & St. L., “A Comprehensive Regulation of All Transports, 
tion Agencies”; W. L. English, supervisor of agriculture ang 
refrigeration, Frisco, “Motor Truck Competition in Trangppoy. 
tation of Perishable Products”; George E. Schnitzer, assistan; 
freight traffic manager, Rock Island, “Transporting the Cottop 
Crop”; E. J. Israel, Jr., industrial agent, Pennsylvania, “Rp. 
ciprocal Switching Accorded Industry or Individual Leasing o 
Occupying Railroad Owned Track or Property”; J. M. Fitzgeralq 
vice chairman, Committee on Public Relations, Eastern Rail: 
roads, “The General Railroad Situation.” 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period May 
1 to 14, inclusive, was 731,792 as compared with 728,294 cars 
the preceding period, according to the car service division of 
the American Railway Association. It was made up as follows: 

Box, 312,428; ventilated box, 2,051; auto and furniture, 54,307: 
total box, 368,786; flat, 22,445; gondola, 169,884; hopper, 121,890; totaj 
coal, 291,774; coke, 1,307; S. D. stock, 25,801; D. D. stock, 4,077; re. 
frigerator, 15,484; tank, 607; miscellaneous, 1,511. 

Canadian roads reported a surplus of 44,275 cars, made up 
of 38,550 box, 1,875 auto and furniture, 950 flat, 250 gondola, 
1,250 S. D. stock, 750 refrigerator and 650 miscellaneous cars, 


RAILROAD NET INCOME 


Class I railroads in March had a deficit in net income of 
$6,449,462 as compared with a net income of $10,741,075 in 
March, 1931, and a deficit in net income for the three months 
ended with March of $55,803,490 as compared with a deficit of 
$1,693,945 in the corresponding period of 1931, according to the 
Commission’s monthly statement on selected income and balance 
sheet items of Class I steam railroads in the United States. 

The net railway operating income for March was $33,223,263 
as against $46,590,003 for March, 1931, and for the three months, 
oo as against $108,898,777 for the corresponding period 
of 1931. 

After addition of “other income” to net railway operating 
income, the Commission obtains “net income” figures by deduct: 
ing “rent for leased roads,” “interest deductions,’ and “other 
deductions.” 


ATTERBURY ON RAILROADS 


An interview with W. W. Atterbury, president of the Penn- 
sylvania Railroad Co., on the railroad situation, published in 
the New York American of May 29, was reproduced in the 
Congressional Record of May 31 on request of Senator Cope- 
land, of New York, who prefaced his offering of the article 
with remarks about the serious condition of the railroads. Mr. 
Atterbury said transportation was never so efficient as it was 
today; and that steadily American railroads had cut the cost 
of manufacturing transportation. 

“Because of new efficiencies,’ said he, “which adversity 
helped teach us, I look forward confidently to a day when, 
normal economic conditions having been restored, the railways 
will carry far greater traffic than ever before and perform their 
service at less cost to the public.” 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first four 
months of 1932 placed in service 1,341 new freight cars, accord- 
ing to the car service division of the American Railway Asso- 
ciation. In the same period last year, 5,330 new freight cars 
were placed in service. The railroads on May 1 this year had 
2,812 new freight cars on order compared with 8,554 on the 
same day last year. 

The railroads also placed in service in the first four months 
this year eight new locomotives compared with 39 in the same 
period in 1931. New locomotives on order on May 1 this year 
totaled 31 compared with 81 on the same day last year. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 


SUNDAY OPERATION OF TRAINS 


In a motion to dismiss the complaint in No. 25252, in which 
Noah W. Cooper is seeking an order from the ‘Commission requir- 
ing the carriers to cease operating trains on Sunday, the Mis- 
souri Pacific says that the Commission is without jurisdiction 
and that the “complaint is lodged in the wrong forum.” 


LIABILITY OF RAILROADS TO EMPLOYES 
Senator Walsh, of Montana, has introduced S. 4761, a bill 
to amend the act relating to the liability of common carriers by 
railroad to their employes in certain cases. The bill has been 
referred to the judiciary committee. 
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Such is the invariable comment of SHIP- 
PING MEN who use the complete facilities 
of the Alabama State Docks at the Port of 
Mobile. The facilities of this Terminal 
embody: 







Three piers, each 1,600 feet long, with fireproof 
shipside transit sheds. 






A class “A” shipside bonded cotton warehouse, 
with a high density press. 






A coal and bulk handling plant, with a capacity of 
600 tons per hour. 






A terminal railway, connecting with all railroads 
entering Mobile. 








An industrial canal, with sites for private indus- 
tries. 





Send for Port Book and Monthly Sailing Bulletin. 
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Personal Notes 


Gayle W. Arnold has been appointed district freight agent, 
B. & O., at Gincinnati, succeeding H. N. Bauer, promoted. 

R. L. Reese, formerly traffic director, Oakland Motor Car 
Company, Pontiac, Mich., has been appointed traffic director of 
the Buick Motor Car Company, Flint, Mich., Olds Motor Works, 
Lansing, Mich., and Buick-Olds-Pontiac Sales Company. His 
headquarters will be at Flint. 

J. E. Robinson has been appointed vice-president of the 
Templeton Trucking Corporation, Chicago. 

O. M. Brede, director of service of the General Motors Truck 
Company, announces the appointment of W. L. Barth as assistant 
director of service. 

L. J. Quinn has been appointed traveling freight agent, Sea- 
board Air Line, at Chicago, succeeding J. F. George, who died. 

A. T. Ross, operating vice-president, American Hampton 
Roads-Oriole Lines, has established Baltimore headquarters for 
the operation of the new combined services. He is established 
in the offices of the Export Steamship Company, Baltimore repre- 
sentative of the Southgate-Nelson Corporation of Norfolk, manag- 
ing operators of the American Hampton Roads-Oriole operation. 
He will be resident representative of the Southgate-Nelson Com- 
pany in Baltimore. 

Mitchell M. Morris has been appointed foreign freight repre- 
sentative, Pennsylvania, at Baltimore, succeeding J. H. Chambley. 

Pat M. Neff has resigned as a member of the Texas Railroad 
Commission. Ernest O. Thompson, of Amarillo, Tex., has been 
appointed to serve as his successor until the next general 
election. 

T. B. Curtis, general agent, C. & W. C., at Atlanta, spoke on 
“Beyond the Transportation Horizon” at a meeting of the 
Birmingham (Ala.) Real Estate Board May 26. 

George H. Toole, of the Boston shipping company of Peabody 
& Lane, Inc., and connected for the last ten years with the 
Boston agency of the Black Diamond Steamship Corporation, 
has been appointed Consul of Belgium at Boston, as a result of 
his activities in the promotion of trade between Belgium and 
the United States. 

John D. Reilly was elected president of the Todd Shipyards 
Corporation to succeed the late William H. Todd, at a meeting 
of the board of directors of the shipyards May 26. George Dawe 
was elected vice-president in charge of operations and J. Herbert 
Todd, son of William H. Todd, vice-president and chairman of 
the executive committee. 

The Southgate-Nelson Corporation, managing operator of 
the Oriole, Yankee, and American Hampton Roads lines, has 
announced the appointment of H. A. Klucken as Chicago repre- 
sentative. The Klucken firm has also been named Chicago 
representative for the Belgian Line. 


Doings of the Traffic Clubs 


An open forum meeting of the Traffic Club of Chicago was 
held the evening of June 1 to consider the subject, “Railway- 
Motor Truck Competition.” The subject was discussed from 
the point of view of the railroad, the shipper, and the truck 
operator. Prof. L. C. Sorrell, chairman of the public affairs 
committee, under whose auspices the meeting was held, pre- 
sided. Others who participated were: J. C. Emery, motor trans- 
port editor, The Railway Age; C. W. Hester, traffic manager, 
Federated Metals Corporation; W. H. Ott, traffic manager, Kraft- 
Phenix Cheese Corporation; Roy Thompson, traffic manager, 
Chicago, North Shore and Milwaukee Railroad; J. L. Keeshin, 
president, Keeshin Motor Express Company, and A. W. Towsley, 
assistant to the vice-president, C. R. I. and P. Railway. At 
one point in the debate, Mr. Keeshin said the avowed position 
of the railroads in advocacy of regulation of motor trucks was 
inconsistent with the opposition of the railroads to the grant- 
ing by the Illinois Commerce Commission of certificates of 
convenience and necessity to him and several other motor truck 
operators desiring to do business as common carriers under the 
state law but who were prevented from doing so by failure of 
the commission to grant their applications, though they are 
reliable and large operators. Mr. Towsley replied that the rail- 
roads were in favor of regulation of motor trucks but that they 
opposed the -Keeshin and some other applications on the ground 
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that the services rendered and proposed to be rendered by theg 
truckers might be a convenience but were not a necessity 
because the railroads furnished adequate service to the Doints 
involved. (See also a news item elsewhere as to the Keeshiy 
application. 


Members of the Traffic Club of Minneapolis have been jp. 
vited to attend a farewell dinner for R. B. Wilson, genera 
agent of the Missouri Pacific at Minneapolis, at the Nicolle 
Hotel June 6. The occasion is Mr. Wilson’s retirement after 
thirty-five years of service with that road. 


The annual golf outing of the Grand Rapids Transportatio, 
Club will be given at Silver Lake Country Club June 9. Golf 
horseshoes, bridge, and other entertainment will be provided 


The Association of Railroad and Steamboat Agents of Bos. 
ton will have its summer outing on the Steamship Dorchester 
June 16 to 20, with a day of sightseeing in Philadelphia. 


The Traffic Club of St. Joseph will have its third annual 
golf tournament at the East Hills Country Club June 6. The 
Hotel Robidoux will serve as headquarters. There will be indoor 
sports for those not playing golf, and dinner in the evening. 


The eighth annual meeting and installation of officers of the 
Traffic Club of St. Louis will be held at the Hotel Jefferson 
June 7. A program of entertainment will be presented. The 
weekly luncheons have been discontinued until fall. 


“Postoffice Day” was Observed by the Transportation Club of 
St. Paul at the Hotel Lowry May 31. The entire program was 
provided by employes of the post office. Postmaster Charles J. 
Moos discussed the new government building under construc 
tion. 


The fourth annual golf outing of the Traffic Club of Wil 
mington will be held at the Du Pont Country Club June 13, 
Numerous prizes will be awarded winners and luncheon and 
dinner will be served. 


At a luncheon May 19 the Transportation Club of San Frat- 
cisco had as its guests and speaker, Fred W. Sargent, president 
of the Chicago and North Western. He spoke on present-day 
conditions, 


The initiation of the Pi Alpha Epsilon Fraternity of the 
School of Commerce of Temple University, Philadelphia, was 
held May 20 at the Hotel Walton. The annual election of officers 
was held and the following were elected: President, L. E. John- 
ston, Philadelphia Gas Works Company; vice-president, I. Rosen, 
Curtis Publishing Company; secretary, F. Wesh, American 
Hawaiian Steamship Company; treasurer, J. U. Tate, Phila 
delphia Tidewater Terminal Company. At the close of the 
meeting the members decided to hold the annual banquet at 
Dufores on June 7, at which time the “Annual Scholarship Key” 
will be awarded to the most distinguished student of the 
graduating class. Bert Bell, Temple University coach, will be 
the speaker. 


A meeting of the Women’s Traffic Club of Chicago will be 
held in the rooms of the Traffic ‘Club of Chicago at the Palmer 
House June 6. Miss Frances Hammel will furnish entertainment 
following the meeting and there will be bridge. 


A. M. McCabe, traffic manager, J. Allen Smith & Company, 
Knoxville, Tenn., will address a meeting of the Traffic Study 
Club of Atlanta June 17. 


The Transportation Club of Springfield will hold its third 
annual outing June 7. Golf will be played in the morning at 
the Grand View Country Club. A fish fry will be held in the 
afternoon and evening at the Wentworth Country Club. 


The next meeting of the Traffic Club of Houston will be 
held June 7. On June 14 “Father and Son Day” will be ob 
served, with Harry Hurwitz, Westheimer Transfer & Storage 
Company, in charge of the program. The following week, June 
21, J. R. Turney, vice-president, Cotton Belt, will be the speaker 
at the luncheon and H. H. Smith, traffic manager, Hughes Tool 
Company, will be chairman. 


The tenth annual outing of the Birmingham Traffic & Trans 
portation Club will be given at Pine View Beach June 14., Sports 
will include a baseball game, tennis, swimming, boating, horse 
shoes, etc. A barbecue dinner will be served and there will be 
dancing and bridge. 
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PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 


roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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Digest of New Complaints 





No. 24720, Sub. No. 1. Taft Banana Co, et al., San Antonio, Tey, 
vs. I. G.-N. et al. . 
Unreasonable rates,, bananas and/or coconuts, Laredo, F| Pagy 
Galveston, Tex., and New Orleans, La., to San Antonio, T¢' 
and from Galveston to Brownwood and San Angelo, Tex,, apj 
from New Orleans to Temple, Tex. Ask rates and reparation, 
No. 25230. Frederick G. Achilles, on behalf of Mike Mascari, Kokomo 
Ind., vs. I. C. et al. ° 

Unreasonable rates and charges, bananas, Mobile, Ala,, an 

New Orleans, La., to Kokomo, Ind. Asks rates and reparation, 
No. 25280, Sub. No. 1. A. Gross & Co., New York City, N. Y, y 
B. & O. et al. ; 

Rates and charges in violation sections 1 and 6, stearic aciy 
Newark, N. J., to Barberton, O., Cumberland and Baltimore, \q’ 
Syracuse, N. Y., Naugatuck, Conn., Chicopee and Lowell, Mag’ 
and Fox Point, R. I. Asks rates and reparation. 7 

No. a he Diamond Coal Co. et al., Knoxville, Tenn., vs, 1, 
- OC Bi. 

Rates in_violation section 3, bituminous coal, Mayflower anj 
Benedict, Va., to points in C. F. A. and northwest, as compare 
with rates from eastern Kentucky mines. Ask rates not in ¢. 
cess of eastern Ky. rates. 

No. 25296. Otis Gin and Warehouse Co. et al., Loving, N. M., vs, 4 
T. & S. F. et al. 

Unreasonable rates, cottonseed oil, Loving and Roswell, N. y, 
to Los Angeles, Long Beach, San Francisco, Oakland Berkeley 
and Calif. points intermediate thereto. Ask rates and reparation, 

No. 25297. Omaha Horse & Mule Commission Co., Omaha, Neb,, ys, 
Cc. B. & Q. et al. 

Rates in violation sections 1 and 3, horses and mules, Hysham 
and Custer, Mont., to Omaha, Neb., as compared with rates vig 
Dakotas through Sioux City to Omaha. Asks rates and repara. 


tion. 
No. 25298. Bullock and Bullock, Madrid, Neb., vs. A. T. & S. F. et al, 

Unreasonable rates, petroleum products, points in Kan., Okla, 
to Madrid, Neb. Asks rates and reparation. 

No. 25299. Polenske Bros., Schellack & Co. et al., Hastings, Neb., vs, 
C. & N. W. et al. 

Unreasonable rates and charges, articles in general brick list, 
and included in the term common brick, Hastings, Neb., to points 
in Wyo. and S. D. Ask rates and reparation. 

No. ca , eee Milling Co., Inc., et al., Oneonta, N. Y., vs. B. 
. et al. 

Unreasonable rates and charges, blackstrap molasses, Carney's 
Point, Weehawken, and Hoboken, N. J., Philadelphia, Pa., Balti- 
more, Md., and Brooklyn, N. Y., to Lancaster and York, Pa, 
Cayuga, Cortland, Waverly, N. Y., Sayre, Pa., Buffalo, Black 
Rock, Oneonta, Jamestown and Springville, N. Y., and Hagers- 
town, Md. Ask rates and reparation. 

No. 25301. Truscon Steel Co., Youngstown, O., vs. B. & O. et al. 

Rate and charge, in violation sections 1 and 3, mixed carload, 
metal lath and steel bars, Youngstown, O., to Eagle Pass, Tex, 
for export to Rosita Coahuila, Mex., as compared with the do- 
mestic rate to Eagle Pass. Asks reparation. : 

No. 25302. Standard Paper Manufacturing Co., Inc., Richmond, Va.,, 
va, 3. & ©. ot ai. 

Unreasonable rate, talc, Natural Bridge and Emeryville, N. Y., 
to Richmond, Va. Asks rate and reparation. 


No. 25303. Atlas Steel & Supply Co., Cleveland, O., vs. Pennsylvania, 

Unreasonable rates and charges, broken brick bats, having 

value for crushing or grinding purposes only, Leetonia, 0O., to 
Templeton, Pa. Asks reparation. 


No. Pe aes (Ind.) Chamber of Commerce et al., vs. A. T. | 
. Pe CO ML. ; 

Rates, coal, Hatfield, Ind., to points in Ill., Wis. and Minn. in | 
violation sections 1 and 3, undue preference alleged being in favor 
of competitors of the Horton Coal Co. in the Boonville, Prince- 
ton, Sullivan-Linton districts. Ask new rates. 

No, — F ey Seed Trade Association et al., Washington, D. C., 
va. I. C. et al. 

Failure of carriers to put into force like and similar rules east 
of the Mississippi as are and have been in force west of the 
Mississippi on seeds, when shipped with grain, unreasonable and 
unduly preferential of shippers of seeds in states west of the 
Mississippi River including Illinois. Asks for cease and desist 
order and such further order or orders as may be necessary and 
proper in the circumstances. 

No, 25306. The Crown Rock Co., Cincinnati, O., vs. B. & O. et al. 

Rates, ground or broken stone, to which asphalt was added, 
from Big Clifty, Ky., to points in Mich. and Pa, in violation 
section 1. Asks reparation. ’ 

No. 25307. Pittsburgh Plate Glass Co., Paint & Varnish Division, 
Milwaukee, Wis., vs. N. Y. C. et al. 

Rates, talc, Emeryville, N. Y., to Milwaukee, Wis., and New- 

ark, N. J., in violation section 1. Asks rate and reparation. 


OHIO VALLEY BOARD 

Due to “prevailing conditions,” the meeting of the Ohio 
Valley Shippers’ Advisory Board, announced for June 21 at 
Indianapolis, Ind., has been canceled. The next regular meet 
ing of the board will be held in Louisville, Ky., October 18, 
with a meeting of the executive and contact committees on the 
preceding day, October 17. The announcement says that choice 
of the date was made so as to permit members to attend both 
the board meeting and that of the Associated Traffic Clubs of 
America, which will convene in Louisville October 19 and 20. 


FT eee 


POSITION WANTED—Graduate of International Correspondence 
School of Scianton, Pa., wishes permanent position as traffic manage 
with reliable firm; have thirty years’ experience with transportation 
company in supervisory capacity. E. L. Zattan, 260 Grand Avenue, 
Camden, N. J. 
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TRAFFIC BULLETIN—the companion paper of 
THE TRAFFIC \“ORLD—published through the 
co-operation of the Interstate Commerce Com- 
mission, the American Railway Association, the 
classification committees, and the territorial rate 
committees. It is mailed to shippers and carriers 
every Saturday morning. : 


THE TRAFFIC BULLETIN is the completing link 
in the present rate-making machinery. Through 
its columns shippers get advance notice of 
changes in the carriers rates and services so 
that they may prepare for those changes or, if 
need be, file their objections or concurrences 
with the proposals. 


There is no guess work in THE TRAFFIC BUL- 
LETIN. You know exactly what you are get- 
ting. You can depend on its accuracy and 
completeness. You can take full advantage of 
the economies that come with up-to-the-minute 
knowledge of changes and developments. 


As a subscriber, you will receive fifty-two 
issues, four of which include the quarterly 
dockets of the Consolidated Classification Com- 
mittee. We invite you to share in the benefits 
of this service. Write for a sample copy and 
further particulars to 


THE TRAFFIC BULLETIN 
418 S. Market St., Chicago 


oute of the SOUTH- 

ERN SCENIC be- 

tween Memphis and the 
West. 


Convenient connec- 
tions give additional fine 
service to Little Rock; 
Memphis and the south- 
east; NewOrleans; Hous- 
ton and the Gulf Coast 
Country; Austin; San 
Antonio; Fort Worth; 

5 Dallas; Mexico; St.Louis 
— and the north and east; 
thru Kansas City to Omaha, Lincoln and the north- 
west; and to Wichita and southern Kansas and be- 
yond, via the route of the famed SCENIC LIMITED 
to Colorado, the Rocky Mountain resorts, Salt Lake 
City and San Francisco. 


In the Valley is one of the greatest artificial lakes 
in the country, flanked by sun-drenched beaches and 
cool mountain slopes . . . Here are bridle paths, sporty 
golf courses, well-stocked fishing streams, fine hotels 
and cottages and a wonderful vacation climate. 


There is no finer place to make a home than in this rich 
agricultural section whose verdant soil is drained by the 
White River. Ideal climate, diversified crops, the most modern 
of living conveniences and more than adequate transportation 
facilities are the advantages it offers to the settler. 


/MissouR!\ 2 
PACIFIC. c" 
INES 
——« ~ «DEPENDABLE FREIGHT 
AND PASSENGER 
“A SERVICE INSTITUTION” SERVICE 


MISSOURI PACIFIC STAGES 


- Auxiliary to Missouri Pacific Lines 
BUS SERVICE NORTH - SOUTH - EAST - WEST 
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REFRIGERATION 
Plus Speed 
for PERISHABLES 





Fruit being stowed in Mail Liner’s refrigerated hold 
only a few minutes after car alongside was opened. 


OST modern refrigerating equipment... 
regular weekly sailings... high speed 
ships carrying passengers and mail, as 

well as freight. Combining these features, the 
Baltimore Mail Line provides the medium by which 
shippers of perishables can place their products on 
European markets in prime condition—fit to com- 
mand top prices. 


Refrigerated holds are divided into three com- 
partments with individual temperature control. 
Loading, both at Baltimore and Hampton Roads, 
is direct from car-to-ship. No lighterage, no danger 
of loss from exposure in transfer. Cars are not 
opened until ship's refrigerators are ready to 
receive the cargo. 


Sailings: Eastbound, from Baltimore Wednesdays; 
from Hampton Roads Thursdays; Westbound, 
from Hamburg Fridays; from Havre Sundays. 


ALTIMORE 
MAIL LINE 


Baltimore Trust Building 


ok 






Plaza 5260 
BALTIMORE MARYLAND 
NEW YORK CITY NORFOLK, VA. ST. LOUIS, MO. 
1 Broadway 111 E. Plume St. 1100 Locust St. 
Digby 4-5800 Norfolk 25303 Main 1190-1191 
PITTSBURGH, PA. CHICAGO, ILL. DETROIT, MICH. 
196 Union Trust Arcade 180 N. Michigan Blvd. 905 Majestic Bldg. 
Atlantic 0333 Randolph 6840 Cadillac 1635-1636 
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Docket of the Commission 








NOTE—items in the Docket marked with an asterisk (*) hai 
been added since the last issue of The Traffic World. New Assign, 
herth 







ments now on the Commission’s docket of dates later than 
shown will not bear asterisks when they do appear. Cancellatic, 
and postponements announced too late to show the change in thi 
Docket will be noted elsewhere. 





June 6—Nashville, Tenn.—Examiner Peterson: 
22548—Farris Hardwood Lumber Co. et al. vs. L. & N. R. R. ety 
(Further hearing solely as to interterritorial rates.) 


June 6 (until completed)—Chicago, Ill.—Examiners Stiles and Parke. 
17000, part 9—Rate structure investigation, western district Tate, 
(and cases grouped therewith) (further hearing). (No propogy 
report will be issued.) 
June 6—Washington, D. C.—Examiner Fleming: 
1. & S, 3718 and 1st Sup. order—Export and import rates to and frop 
southern ports. 


June 6—Chicago, Ill.—Examiner Fuller: ~ 
24856 (and Sub. No. 1)—Pet Milk Co. vs. B. & A. R. R. et al. (a. ee 
journed hearing). 


June 7—Washington, D. C.—Examiner Trezise: 
24601—Minnesota-Atlantic Transit Co. and Detroit Trust Co., 
ceiver, vs. C. M. St. P. & P. R. R. et al. (further hearing), 

June 7—Washington D. C.—Examiner Glover: 

Fourth Section Application No. 14669, filed by Norfolk Southern RR 
June 7—Spokane, Wash.—Examiner Bardwell: 

Ex Parte 104, part II—Terminal services (further hearing). 


June 8—Salt Lake City, Utah—Examiner Berry: 
Ex Parte 104, part 1—Railroad fuel (inquiry to be made of followiy 
carriers): Union Pacific R. R., Los Angeles & Salt Lake R, R 
Oregon Short Line R. R., Oregon-Washington R. R. 
tion Co., Utah Ry., Nevada Northern Ry. 


June 8—Washington, D. C.—Examiner Snider: 
19898—Western Carolina Shippers’ Association et al. vs. Ashevilk 
Southern et al. (adjourned hearing). 


June 8—Chicago, Ill.—Examiner Fuller: 
14472—Dolese Brothers Co. et al. vs. Santa Fe et al. 
a Gravel Products Co. et al. vs. C. 
et al. 
17789—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
20714—-Missouri Gravel Co. vs. C. B. & Q. R. R. (further hearin 
per I. C. C. order of May 2). 
June 8—Washington, D. C.—Examiner Walton: 
25170—Accounting for capital items (In re: Atlantic Coast Lin 
R. R. Co. and Atlanta, Birmingham & Coast R. R. Co.). 


June 8—Johnson City, Tenn.—Examiner Peterson: 
1. & S. 3726—Glass from Kingsport, Tenn., to eastern points. 


June 8—Argument at Washington, D. C.: 
Finance No. 8957—Seaboard Air Line Ry. Co. et al. 
Finance No. 8960—Southern Ry. Co. Abandonment. 
23823—-Gypsum Association et al. vs. A. T. & S. F. Ry. et al. 


June 8—St. Louis, Mo.—Examiner Witters: © 
1. & S. 3741—Off-track stations in St. Louis. 
1. & S. 3729—Allowance for drayage in St. Louis district. 


June 9—Argument at Washington, D. C.: 
24740—The Procter & Gamble Mfg. Co. vs. Alton R. R. et al. ; 
1. & S. 3630—Coal from L. & N. R. R. mines in Ky. and Tenn to} 
southern points. 
re for rebuilding freight cars by Chesapeake & Ohio} 
y. 
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June 9—Washington, D. C.—Examiner Davis: 

Finance No. 9411—Joint application of Mountain States Telephone 
& Telegraph Co. and Jackson Valley Telephone Co. for a certi- 
ficate that the acquisition by the former company of the properties 
of the latter company will be of advantage to the persons to 
whom service is to be rendered and in the public interest. 


June 10—Washington, D. C.—Examiner Davis: : 
Finance No. 9383—Application C. & N. W. Ry. for authority to 
acquire further control of Sioux City Bridge Co. by purchase of 
additional capital stock. i 


June 10—Argument at Washington, D. C.: 
23847 (and Sub. Nos. 1 and 2)—Denver Fire Clay Co. vs. Apache By. § 
et al. 
24574—Montezuma Copper Co. et al. vs. Santa Fe et al. 
F. S. App. No. 14385—Rates on bituminous coal from Ark., Kan, 
Mo. and Okla. to points in Kan. and Neb. 


June 13—Chicago, Ill._—Examiner Fuller: 
one 5. 3661 and 1st sup. order—Iron or steel pipe in W. T. L 
erritory. 
25209—-Babcock and Wilcox Tube Co. et al. vs. A. & W. Ry. et al 
25276—Clayton Mark & Co. et al. vs. Alton R. R. et al. 


June 13—Denver, Colo.—Examiner Berry: 
Ex Parte 104, part 1—Railroad fuel (inquiry to be made of following 
carriers): Denver & Rio Grande Western R. R., Denver & Salt 
Lake Ry., Colorado & Southern Ry., Ft. Worth & Denver City Ry. 


June 13—Washington, D. C.—Examiner Warren: 
im No. 4421—Excess income of Kelley’s Creek & Northwestem 


June 13—Washington, D. C.—Examiner Curtis: . 
1. & S. No. 3744—Chlorine gas from Pacific Coast to Colorado. ; 


June 15—Memphis, Tenn.—Examiners Hoy and Peyser: 
* — 2 os a poration No. 14734—Filed by I.-C. R. R. and I. 


June 15—Argument at Washington, D. C.: 
24240—Fieldale Mills et al. vs. Virginian Ry. et al. al 
24482—-Danville Chamber of Commerce et al. vs. C. & O. Ry. et ‘ 
24738—Sta-Shine Products Co., Inc., vs. Station W. G. B. B. ° 

Freeport, N. Y., N. H. Garman, proprietor, et al. 
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Rail Siding and Loeal L.C.L. 
Freight Station in same building 


. Rave Money — save unnecessary cartage ex- 


pense on all rail shipments. 


Inerease Sales Store door delivery at low cost 


GENERAL STORAGE — RENTAL SPACE — _ DISTRIBUTION toGreater New York,LongiIsland, 


aE Eere eee ae ek er New Jersey, Westchester County, 


Hudson River Valley and Con- 


Nd from 
necticut. Special arrangements 


al. (ad. ee 
Ls for distribution into Rhode Is- 


“a | _ ) Be ee oa > land and Massachusetts. Let us 
TR onli : Laaee : | act as your eastern shipping 
= | : mtd i. elerk and thereby inerease your 


orders that are sold today. 


L A Cc he AW A N N A Save freight charges by shipping 


TERMIN AL WA REHOUSES N direct to us in consolidated cars 
JERSEY CITY, N. J of L. C. L. shipments for im- 


heville 


mediate distribution. 


11,000,000 


Pounds Is a Lot of Rice 


That’s what Houston exported in one month a few weeks back. In fact, 
Houston is the second rice port of the Gulf and is fast becoming .a 
center of trade for the rice territory. 


Why Pay a Premium to Ship Your Rice 
Through a Distant Port When HOUSTON Is at Your Door? 


Houston enjoys a rate rear tenaieon dates are frequent and 


preferential through all PORT BOOK regular; and modern fa- 


the Southwestern terri- It contains all the iat ' 
tory. Its rail service in- elle tl a cilities at Houston insure 


rates, tariffs, 


cludes 19 lines. Sailing schedules and port that there will be no delay. 


expenses. 


DIRECTOR of the PORT 


HOUSTON - TEXAS 
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NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York -Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Virginia ... June 11; July 23 California .. June 18; July 30 


Pennsylvania. June 25; Aug. 6 Virginia ... July 2; Aug. 13 
California .. July 9; Aug. 20 Pennsylvania. July 16; Aug. 27 
and fortnightly thereafter 

*from Los Angeles 2nd day following 


fonoma facifie line 


° ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Francisco, 687 Market St. Los Angeles, 548 S. Spring St. 
Cleveland, 616 WB. Superior Ave. San Diego, 1030 Fourth St. 





WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


Careful Handling 





Shipments routed via Evansville and Mead Johnson Terminal are placed 


upon skids on arrival. Goods remain on these skids until departure. 
Re-handling is minimized—an important safeguard. 


From Evansville we distribute to a widespread market. Merchandise 
comes to us by barge, train and truck. We transfer it to the proper trans- 
port for distribution or store it in dry, fireproof storage for later forwarding 
or distribution as desired. 


Full details of our service and rates will be sent by return mail. 


MEAD JOHNSON TERMINAL CORPORATION 


J. D. Beeler, Vice Pres. and Gen. Mgr. 
1830 West Ohio Street Evansville, Indiana 
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June 15—Washington, D. C.—Examiner Curtis: 
24958—The Racquette River Paper Co. vs. B. & O. R. R. et aj 
24869 (and Sub. Nos. 1 to 4, 

_, cs i. . me OC ot. 

* 25238—Oswego Falls Corporation vs. A. C. L. R. R. et al. 

20225—Empire Floor & Wall Tile Co., Inc., vs. C. C. & O. Ry 
(and cases grouped therewith) (further hearing, for purpose ' 
affording parties an opportunity to submit proof of shipmeny 
made and of payment and bearing of charges thereon, and fo 
purpose of determining the amount of reparation due parti 
under findings in these cases). . 

21619—Trenton Potteries Co. vs. B. & O. R. R. et al. (further hey. 
ing, for sole purpose of determining amount of reparation due 
parties under findings in this case). 

* 24971—Endicott-Johnson Corp. et al. vs. Erie R. R. et al. 

June 15—Washington, D. C.—Examiner Weems: 

1. & S. No. 3728—Classification rating on bill of lading forms, 
ee Fold Printers’ Assn. et al. vs. A. T. & SB Ry 
et al. 

June 16—Richmond, Va.—Examiner Later: 
=a Paper Manufacturing Co., 

et al. 

June 16—Argument at Washington, D. C.: 

F. S. App. No. 13457, 14404, 14536 and 14631—Pacific Coast Fourth 
Section Applications. 

June 16—Chicago, Ill.—Examiner Fuller: 
24790—Alemite Corp. vs. B. & O. et al. 
25201—Eagle-Picher Lead Co. vs. Pa. R. R. 

June 17—Salina, Kans.—Examiner Taylor: 
25102—Ostenberg Motor Co. et al. vs. Alton R. R. et al. 

June 17—Ironton, O.—Examiner McChord: 
25255—Goldcamp Mill Co., Inc., vs. N. & W. Ry. 

June 17—Philadelphia, Pa.—Examiner Macomber: 

25110 (and Sub. 1)—Downington Paper Co. vs. Pa. R. R 


Inc., vs. A. G. S. RR 


25118 (and Sub. 1)—Downington Paper Co. vs. Clinchfield R. R. et lB 


June 17—Argument at Washington, D. C.: 
22852—Texas City Board of Trade vs. A. & S. Ry. et al. 
23195—Galveston Chamber of Commerce et al. - A. & S. Ry. etal 
24166—Arizona Packing ‘iv vs. Santa Fe et 
24229 (and Sub. Nos. 1, 2 and 3)—Clear Cresk cattle Co. et al. vs, 
Santa Fe et al. 
24315—T. E. Pollock Investment Co. et al. vs. Santa Fe et al. 


June 17—Kansas City, Mo.—Examiner Berry: 

Ex Parte 104, part 1—Railroad fuel (inquiry to be made of follow. 
ing carriers): Kansas City Southern Ry., Kansas, Oklahoma é 
Gulf Ry., Midland Valley R. R., 
Oklahoma City-Ada-Ato Ry., Ft. Smith & Western Ry. 

June 18—Philadelphia, Pa.—Examiner Macomber: 
a _ 1 and 2)—Breyer Ice Cream Co. et al. vs. Pa 
- ee C OL 


June 18—Argument at bp oe 
so ee Nos. 1 and 2)—The p.m Mills, Inc., vs. A. C. 
— or Sub. No. 1)—Onondaga Pottery Co. vs. B. & M. RR 

et al. 


19943 (Sub. 1)—North American Cement Corp. vs. A. & R. R. R§ 


et al. 
June 20—Washington, D. C.—Examiner Quimby: 


* Finance No. 3671—Excess income of Chicago Heights Terminal 


Transfer R. R. 


June 20—Sioux City, Ia.—Examiner Sullivan: 
25184—-George Thompson et al. vs. B. & O. R. R. et al. 
June 20—Greensboro, N. C.—Examiner Later: 
23289—E. F. Craven Co. et al. vs. A. & E. R. R. et al. (further 
hearing, solely for purpose of determining amount of reparation 
due complainants under findings in this case). 


25136—South Atlantic Lumber Co. et al. vs. B. & O. R. R. et al. 
June 20—Phoenix, Ariz.—Examiner Crowley: 
23813—-Arizona Seed & Floral Co. et al. vs. A. T. & S. F. Ry. etal) 


(further hearing, in accordance with Commission’s order of Feb. 
16, 1932). 
June 20—Indianapolis, Ind.—Examiner Maidens: 
25062—Lebanon Ice & Coal Co. et al. vs. A. C. & Y. Ry. et al. 


June 20—Harrisburg, Pa.—Examiner Smith: 

25153—Conewago Gas Co. et al. vs. C. R. R. of N. J. et al. 
June 20—Memphis, Tenn.—Examiner McChord: 

Fourth Section Application No. 14685—Filed by M. & O. R. R. 


June 20—New York, N. Y.—Examiner Macomber: 
24906—Pine Grove Tanning Co. vs. B. & O. R. R. et al. 
25064—Tennessee Extract Corp. vs. A. C. L. R. R. et al. 

June 20—Wichita, Kan.—Examiner Taylor: 
25248—Light Grain & Milling Co. vs. A. T. & S. F. Ry. et al. 


June 20—Argument at Washington, a et 
23860—Schmidt Lumber Co. et al. % c. Cc. & St. L. Ry. et al. 
24590—Southwest Nash Company - C. & A. R. R. et al. 
24608—Sewerage Commission of the City of Milwaukee et al. 8 
A. & BR. R. R. et ai. 
June 21—Shreveport, La.—Examiner McChord: 
24760 (and Sub. 1)—Haynes Bros. vs. T. & P. Ry. et al. 
1. & S. 3733—Barium or silicate mud in southwest. 
June 21—PitfSburgh, Pa.—Examiner Smith: 
25028 (and Sub. 1)—Amiesite Corp. et al. vs. A. C. & Y. Ry. et 
June 21—Argument at Washington, D. C.: 
i Mortar & Supply Co. vs. Ann Arbor R. R. et 4l. 
S. App. No. 14551—Handling Truck Bodies between Jersey Cit) 
Pspriadelphis Baltimore and Washington. 
June 21—Washington, D. C.—Examiner Curtis: 
24820—American Limestone Co. vs. A. & R. R. R. et al. 
June 21—Washington, D. C.—Examiner Shinn: 


Fourth Section Application No. 14403—Filed by W. S. Curlett ant 


B. T. Jones, agents. 

June 21—Washington, D. C.—Examiner Burroughs: 

Finance No. 3900—Excess income of Roanoke Railway Co. 
June 21—Greensboro, N. C.—Examiner Later: 

25147—George K. Hale Mfg. Co. et al. vs. Alton R. R. et al. 
June 21—New York, N. Y.—Examiner Macomber: J 

23992—-Michael Comella et al. vs. D. L. & W. R. R. et al. (furthe 
hearing). 


incl.)—Newton Falls Paper 6,  - 


Missouri ‘& North Arkansas Ry, 






















































































































The Traffic World — 


TARPAULINS 


A dependable Intercoastal Service 


Calmar Steamship Corporation 








ceive. 

Write eur nearest plant fer 
samples and prices on tar- 
paulins, roll duck, wiping 
eloths, laundry bags, ice 
crushing bags, meat cloths, 
ete, 










AUanta St. Louts Dalla 
Minneapolls Brooklyn New Orleans Kansas City, Kan. 













. et alm in 
ta 
4 For Information regarding rates, etc., apply to nearest office: 
- etala 
. MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 
al. vs Gen. Agts. Los Angeles, Cal., 410 Chamber of Com- 
die. Baltimore, Md., 15 S. Gay St. merce Bidg. 
Chicago, tll., 140 S. Dearborn St. Oakland, Cal., ist and Market Sts. 
ul. Detroit, Mich., 2001-2 industrial Bk. Bidg. Portiand, Ore., 917 Board of Trade Bidg. 
New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 
1g Philadelphia, Pa., Bourse Bidg. Matson Bidg. 
omy eS J Pittsburgh, Pa., Oliver Bldg. Seattle, Wash., 1519 Railroad Ave., South 
a 
is Ry, Distribution—Storage— Regular Piers 
Forwarding of Atlantic Coast Pacific Coast 
s. Pa eneral Merchandise os Angeles—230-B Terminal Island 


u 
Baltimore—Pier 7, Port Covington, West- Oakliand—Howard Terminal 
ern Md. Ry. Portiand, Ore.—No. { Oceanlo Terminal 
San Franclsco—Pier No. 48-B 
Seattle—Atlantic Dock Terminal 


ae S. N. LONG WAREHOUSE 


R. Rf SAINT LOUIS, MISSOURI 


Philadelphla—Pier 27-N, Reading Co. 





37 FOR CARLOAD 


_~ SHIPPERS A 


al. § es: this informative booklet for your . 
shipping department, free. Chock- Mi h t F 

ad full of valuable data, with many illus- ig “y une 

Reh. i trations and charts showing the Acme 


method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping 
economies, 


No obligation. Write today. 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 
CHICAGO, ILLINOIS 


Investment 


Good business years ago inaugurated 
the regular two-week sailing sched- 
ule of the American Mail Line Presi- 
dent Liners to the Orient. Shippers 
appreciate knowing just exactly when 
their merchandise will depart and ar- 
rive. Excellent equipment both at dock 
and aboard ship assures you of the 


al. 


splendid care of your merchandise. The 
al. speed of President Liners has become a 
factor on the Pacific. Specify American 
Mail Line. 


e . 
Southern Steamship Company fae sf sete Co Le tee 


and the Philippines. 


l. vs. 


at al (Pioneer Steamship Line to Houston) For information, apply desk No.6 
al OPERATING FAST FREIGHT SERVICE hg ny SE Bids t 
City, BETWEEN 110 So. Dearborn St Chicago 
Phil d | hi P d H T Union Trust Bldg. Arcade Cleveland 
General Freight Office 
a e Pp la, a., an ouston, ex. 740 Stuart Building...............Seattle 


will SAILINGS» 

oS AMERICAN 
From Houston ...... Mondays and Thursdays 

Low Rates Quick Dispatch Thru Package Cars M AIL LINE 


GENERAL OFFICES: 76 es in 22 countries at your service 
1360 Broad Street Station Bidg., PHILADELPHIA, PA. aeotndine 
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June 21—Indianapolis, Ind.—Examiner Maidens: 
25114—Lime Products Corp. vs. B. & O. R. R. et al. 
June 22—Los Angeles, Calif—Examiner Crowley: 
20867—San Antonio Meat Co. et al. vs. D. & R. G. W. R. R. et al. 
(further hearing, solely for purpose of determining amount of 
reparation due complainants under findings in this case). 


June 22—Sioux Falls, S. D.—Examiner Sullivan: 
21655 (and Sub. 1)—Traffic Bureau, Aberdeen Chamber of Com- 
merce et al. vs. C. M. St. P. & P. R. R. et al. 
22084—-The Albert Dickinson Co. vs. C. & N. W. Ry. et al. (further 
hearing, in accordance with Commission’s order of April 11, 1932). 
25254—-Chamber of Commerce of Fargo, N. D., et al. vs. A. C. & Y. 
Ry. et al. 
June 22—New York, N. Y.—Examiner Macomber: 
25068—Atlantic Terra Cotta Co. vs. A. & W. P. R. R. et al. 
25096—Prosco Oils Corp. vs. B. & O. R. R. et al. 
June 22—Pittsburgh, Pa.—Examiner Smith: 
25190—A. B. Marcus Co. vs. B. & O. R. R. et al. 
June 22—Washington, D. C.—Examiner Boat: 
—- Section Application No. 14723—Newsprint paper to Chicago, 


June 22—Tulsa, Okla.—Examiner Taylor: 
25095—-Bader-Parks Co. vs. A. T. & S. F. Ry. et al. 


June 22—Argument at Washington, D. C.: 
23530—Armour & Company vs. Santa Fe et al. 
24253—Swift & Company vs. B. & O. R. R. et al. 
—a Cotton & Woolen Mills Co. et al. vs. Southern Ry. 
et al. 
1. & S. Dkt. 3647—Routing woodpulp board from International Falls, 
Minn., to Illinois and Missouri. 
June 23—Los Angeles, Calif.—Examiner Crowley: 
22378—Romeo Stores Co. et al. vs. U. P. R. R. et al. 
23284—O. Swanston & Son vs. S. P. Co. et al. 
23449—Virden Packing Co. vs. C. B. & Q. R. R. et al. (further 
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hearing, for purpose indicated in last paragraph of report ther, 
in, 79 i. GC. C.. Bee. 


June 23—Charleston, S. C.—Examiner Later: 


14092 (and Sub. 1)—South Carolina Produce Assn. vs. A. & R, RR 
et al. (further hearing, solely for purpose of determining amg, 
of reparation due complainants and intervener, Atlantic ¢ 
Distributors, under decisions of Commission, in these cases U1 
1. ©. ©. GS One 1 i. .. Cs. 3). ; 


June 23—New York, N. Y.—Examiner Macomber: 


25246—B. & O. R. R. et al. vs. Hoboken Manufacturers R, R, 


June 23—Tulsa, Okla.—Examiner Taylor: 


25195—Continental Oil Co. vs. I.-G. N. R. R. et al. 
1. & S. 3697 and ist supplemental order—Clay from southwesten 
points, 


June 23—Gunnison, Colo.—Public Utilities Commission of Colo,: 


Finance No. 9135—Joint application of C. & S. Ry. and D, &R 
Gc. Ww. 8, BR. 


June 23—Washington, D. C.—Examiner Bradford: 


Finance No. 3601—Excess income of Abilene & Southern Railway 
Company. 


June 23—St. Paul, Minn.—Examiner Berry: 


Ex Parte 104, part 1—Railroad fuel (inquiry to be made of folloy. 
ing carriers): Great Northern Ry., Northern Pacific Ry., Minne. 
apolis, St. Paul & Sault Ste. Marie Ry., Duluth, South Shore ¢ 
Atlantic Ry., Duluth, Missabe & Northern Ry., Lake Superior 4 
Ishpeming R. R., Duluth, Winnipeg & Pacific Ry., Minneapolis 
& St. Louis R. R. 


June 23—Argument at Washington, D. C.: 


13535 (and consolidated cases)—Consolidated Southwestern Casy 
(Upon the following question: Whether and to what extey 
finding No. 27 in the report of April 5, 1927, shall be vacate 
and set aside.) 


June 23—Washington, D. C.—Examiner Curtis: i 


24819—Vera Chemical Co. of Canada, Ltd., vs. A. C. L. R. R. eta 
15381—Vera Chemical Co. of Canada, Ltd., vs. A. C. R. R. et al, 


June 24—St. Louis, Mo.—Examiner Maidens: 

* Fourth Section Application No. 14590, filed by F. A. Leland. 

June 24—Jackson, Miss.—Examiner McChord: X) 
25141—Decatur Gas & Oil Co. et al. vs. C. R. I. & P. Ry. et al, 


June 24—Buffalo, N. Y.—Examiner Smith: 


RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 200 Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE cn cron Aga 


COMMERCE Fermerly Attorney and Examiner 


Interstate Cemmerce Commissien 


COMMISSION Transportation Bidg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


22137—-Eastern Tanners’ Glue Co. vs. Southern Ry. et al. 

22631—England Walton & Co., Inc., vs. Southern Ry. et al. (fu. 
ther hearing, for sole purpose of determining amount of repara 
tion due parties under findings in these cases). 


June 24—Los Angeles, Calif.—Examiner Crowley: 


25130—Mark Elkins et al. vs. A. T. & S. F. Ry. et al. 


June 24—Argument at Washington, D. C.: 


Finance No. 8657—Alton R. R. Co. acquisition and stock issue. 
Finance No. 8658—Alton R. R. Co. control by B. & O. R. R. 


TRAFFIC MANAGERS 


T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 


Departmental Service Commerce 


713 Mills Bldg. salt 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Consolidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


WESTERN WAREHOUSE 


Within three blocks of Chicago's 


DOWNTOWN CHICAGO 


central retail and jobbing district; high grade modern 


warehouse and terminal facilities; 400,000 square feet of floor space—light and clean 


track 


space for 360 car 


stocks carried for forwarding and distribution; space to lease 


WESTERN WAREHOUSING COMPANY 


323 W 
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